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INFORMING THE PRESIDENT 


The Chamber of Commerce of the United States has 
presented to President Coolidge, through a committee, 
a statement of the views of business, as represented by 
the Chamber, on present day economic questions—trans- 
portation among the rest—before him for consideration 
and possible action. This is not only the right of the 
Chamber but is its unquestionable obligation, if it has 
convictions as to how certain problems should be solved 
and is anxious to have the President see things as it 
thinks they should be seen. It is the right and the obli- 
gation of everybody else with convictions to do the 
same thing. If he does not do it he has no right to 
complain if the policy of the country, so far as it may 
be directed or influenced by the President, is not wise. 

It should be assumed that the President—as is 
doubtless now and always the fact—is desirous of ob- 
taining correct information and sound advice. The ideas 
of Calvin Coolidge, as President, about transportation, 
for instance, are worth no more than those of the Calvin 
Coolidge who was vice president, or who was governor 
of Massachusetts, except as he is now in position to 
command information and advice that may not have been 
available to him before, or, at least, that he was under 
no obligation to command. It is his duty now to inform 
himself fully before he speaks or acts, but it is no less 
the duty of those who may not be called on for advice 
but who think they have valuable ideas, to make them 
known where they may be utilized. The principal reason 
why a President or other similar official frequently goes 
wrong is that he obtains his facts and opinions from 
wrong sources. Sometimes this is because he does not 
seek far enough or in the right places, either because he 
does not know where to look or because he is too easily 
Satisfied; but it is frequently also because those who 
have valuable information are too modest to present it 
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to him or have not the necessary machinery with which 
to do it. 

The application of what we have said, in the present 
case, is that others besides the Chamber of Commerce 
should come forward with their views and lay them 
before the President. There are othcrs whose views are 
much more valuable. The railroads will, of course, re- 
ceive an opportunity to say what they think the trans- 
portation policy of the country should be. They should, 
however, seek to get together on some program so that 
the President may know what the railroads, generally 
speaking, think, and not be confused by conflicting views 
of individual carriers. The shippers, probably, as such, 
will not be called on for their views. They seldom are. 
And they are much too modest in making their views 
known. They have, in the National Industrial Traffic 
League, a medium through which they can speak with 
power, and they should do so, not merely by adopting 
resolutions, but by taking these resolutions to the Presi- 
dent in person and endeavoring to convince him, as far 
as they may be permitted to do so, that their views are 
sound. If the railroads and the shippers, as thus repre- 
sented, could agree on general policies, their views would 


have the more force. Such agreement is not at all im- 
possible. 


Another agency that should get its views before the 
new President, that he may not be misled by false doc- 
trines, is the Associated Traffic Clubs of America, repre- 
senting the traffic thought of the country, both railroad 
and industrial. It has already spoken on several subjects 
but we doubt if what it has said has been heard in the 
White House. It should find means of getting what it 
says to headquarters. It is not at all impossible, either, 
that the view of the traffic clubs will agree, in the main, 
with that of the shippers and the railroads. By that we 
mean, not that all these agencies or the individuals in 
them can be expected to agree on details, but that they 
may be expected to agree on the policy to be pursued at 
the present time. That policy, as we view it, should be 
one of “hands off the transportation act” at the next 
session of Congress, for reasons of expediency, if for no 
other. And we believe united action along this line 
might be obtained from the agencies we have mentioned. 

We do not minimize the dignity and importance of 
the Chamber of Commerce of the United States, but we 
say the President ought not to be allowed to make the 
mistake that this organization is speaking the final word 
for industry. It is not. Industry, as represented by the 
men who act for it in transportation matters and who 
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SHIPPING | 
via G. M. & N. R. R. 


insures efficient handling by means of fast and regularly 
maintained schedules between Northern, Eastern, West- 
ern, Mississippi Valley, Southwestern and Pacific Coast 
Territories. 





Daily Thru Merchandise Car Service from Chicago, St. 
Louis and Memphis (with weekly Refrigerator Cars from 
Chicago) to Meridian, Laurel and Mobile, provides for 
the quick handling and distribution of less carload freight. 


Import, Export and Intercoastal traffic via New Or- 
leans, Gulfport and Mobile given special attention, result- 
ing in uninterrupted movement to and through the ports. 


Information . giving forwarding and delivery at junc- 
tions, arrival at destination and clearance from ports, 
promptly and cheerfully furnished upon request. 


TRAFFIC AGENCIES; 


Chicago, IIl. Kansas City, Mo. 

E. L. Mountfort, A. T. M. W. H. Askew, D. F. A. 
Detroit, Mich. Pittsburgh, Pa. 

A. J. Besselo, D. F. A. W. K. Young, C. A. 
St. Louis, Mo. Memphis, Tenn. 

W. O. Lewis, D. F. A. M. Lamon, D. F. A. 
Los Angeles and San Francisco New Orleans, La. 

M. F. Smith, P. C. A. J. O. Gaither, D. F. A. 


Mobile, Ala.—W. R. Butler, D. F. A. 
J. A. JACKSON, Asst. Traffic Manager 


(In charge of Imports and Exports) 


“THE ROAD OF SERVICE 


TRY THE TRACTION 


Constant striving for improvement in freight 
service and facilities has brought this carrier to 
the attention of the shippers. Freight rates in 
























all directions. Our aim is not merely to satisfy, 
but to ship a little quicker and a little better. 
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Walter H. Wylie, Traffic Manager, Peoria Life Bldg.......... Peoria, Ill. 
Elmer E. Kester, Asst. Traffic Manager, Peoria Life Bldg...... Peoria, Ill. 
W. H. Blair, Chief of Tariff Bureau, Peoria Life Bldg......... Peoria, Ill. 
H. C. Leutert, General Agent, 12th St. and Lucas Ave..... St. Louis, Mo. 
E. L. McKee, General Agent, 9th and Adams Sts........ Springfield, Ill. 
P. M. Saylor, General Agent, Walnut and Washington Sts.....Peoria, IIl. 
Henry Johnston, General Agent, Madison St........... Bloomington, IIl. 


L. C. Bundy, General Agent, Van Dyke and Cerro Gordo Sts..Decatur, IIl. 
G. W. Manley, General Agent, Neil St. and University Ave..Champaign, III. 









J. E. Dillon, General Agent, Vermilion St................000- Danville, Ill. 
W. H. Evans, Industrial Agents, Chicago St..............000. Lincoln, Ill. 
E. D. Forde, General Agent, 312 Park Bldg.............. Pittsburgh, Pa. 
Chas. F. Beach, General Agent, 703 Free Press Bldg........ Detroit, Mich. 
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know better than the others in business organizations, 
the probable effects of this, that or the other transporta- 
tion policy, frequently does not agree with the Chamber. 
It does not agree, we believe, with some of the policies 
the Chamber is now advocating. The Chamber repre- 
sents business, of course, but it represents all kinds of 
business rather than the kind of business that is espe- 
cially concerned in and familiar with transportation. It 
contains in its membership, doctors, lawyers, dentists, 
butchers, grocers, dry goods merchants, music teachers, 
and what not, who are not shippers and who know 
nothing about transportation. It has not been on this 
subject, sufficiently guided by those in its membership 
who ought to be allowed to govern when transportation 
is the consideration. This is largely the fault of the 
industrial transportation men themselves, but it is the 
fact, nevertheless. So we regard it as important that the 
business man who has intensive knowledge of transporta- 
tion and whose advice on the subject is worth while, 
make his views known and “sell” them to the President. 


We have no means of knowing what the committee 
of the Chamber told the President other than what it 
put on paper. 


So far as that formal outgiving is con- 
cerned we 


have no fault to find with it. But, doubtless, 
the committee told the President of its action favoring 
a general railroad consolidation plan. If it did, the Presi- 
dent doubtless has the idea that industry favors general 
consolidation, as provided by the present law, or perhaps 
even compulsory consolidation, as proposed by Senator 
Cummins. We do not believe it does. We know that, 
as represented by the National Industrial Traffic League, 
it does not, and we hope the League will make that 
fact plain to the President. 

Of course, the President does not dictate the trans- 
portation or any other policy of the nation, either as to 
the enactment of the laws or as to the enforcement of 
them. But when he speaks, the public assumes that he 
knows what he is talking about and, to a man who has 
no definite knowledge himself and who is not; for politi- 
cal or some other specific reason, always disposed to 
disagree with the particular president speaking, what the 
President says is good gospel. And it ought to be so. 
Moreover, the President can, if he wishes—and ‘he fre- 
quently does wish—exert great influence in Congress. 
It is important, therefore, always, that the President 


have the right view, which can only be obtained from 
full information: 





THE PULLMAN SURCHARGE 

The transcontinental railroads, because of the tourist 
and homeseeker travel to the Pacific Coast, are making 
particular efforts to counteract the propaganda in favor 
of the removal of the Pullman surcharge. James L. Cole- 
man, general attorney for the Santa Fe and chairman of 
counsel for the western railroads, has given out a state- 
ment that is particularly forceful. and instructive with 
tégard to the necessity. for maintaining ‘this charge, the 
reason for which seems to be so little understood even 
by persons familiar with transportation matters. 

He says in the first place, it should be emphatically 
declared that the transcontinental railroads, contrary to 
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misleading statements given out, do not favor the re- 
moval of the surcharge, which was put on by the federal 
government when it was in control of the lines. On the 
other hand, the railroads declare that if the surcharge is 
removed and the burden is thrown on the coach passen- 
ger, while the Pullman passenger, with additional com- 
forts and twice the room, is charged on a basis of the 
coach occupant, the freight shipper and the farmer will 


have to pay for the passenger enjoying the comforts of 
the Pullman. 


In outlining the position of the railroads, in which 
the Southern Pacific and the Union Pacific join in the 
west with the Santa Fe, Mr. Coleman says: 


First: The record in the case before the Commission 
shows that the surcharge has had no discouraging effect on 
travel, but on the contrary that Pullman travel from 1920 to 
1922, inclusive, has steadily increased its ratio over coach 
travel which has no surcharge. Figures for 1923, of course, 
are not yet available, but as there is a shortage of Pullman 


cars, it is beyond question that Pullman travel is still in- 
creasing. 


Second: The surcharge was put on during federal control 
not to prevent travel, but to require the passenger traffic to 
yield its proper amount of revenue necessary to the Railroad 
Administration and now more necessary to the railroad corpora- 
tions. In Ex Parte 74 the Commission, after full hearing, re- 
instated the surcharge for the same purpose, i. e., to. require 
passenger traffic to avoid a deficit in operation. On a second 
review of the subject by the Commission in Reduced Rates 
1922, the Commission refused to remove the surcharge and 
made a finding that the surcharge did not decrease Pullman 
traffic. At the hearing in .Portland, Maine, July 31, Mr. Shay 
or Shea, representing hotel associations, testified that at the 
present time there are so many tourists in Los Angeles that 
the hotels cannot accommodate same. There is no evidence 
put in by anyone in this case to show that the surcharge de- 
creases traffic, but, on the contrary, the opposite is clearly 
shown. The total surcharge revenue to lines in the western 
district is approximately thirteen million dollars for 1922. 


Third: Inference that: the surcharge is not necessary to 
the railroads is untrue. The western district for 1922 earned 
out of passenger operations only .86 of 1 per cent, including 
revenue from surcharge. If the surcharge were removed the 
western railroads would barely make operating expenses on 
passenger traffic. 


Fourth: Evidence before the Commission based on the 
actual movement of all passenger travel 1922 shows the aver- 
age occupancy of Pullman car 11% passengers, while average 
occupancy of coach is 14% passengers. Weight of Pullman car 
is about 150,000 pounds, while weight of coach is only 100,000 
pounds, so, that the railroad is obliged to haul about 13,000 
pounds per Pullman passenger, as against about. 7,000 pounds 
per coach passenger, and surcharge is less than 10 per cent 
of railroad fare. If surcharge is removed the effect will be to 
charge Pullman passenger only the same as coach passenger 
for railroad fare, and thus throw the burdén on coach passen- 
ger or freight shipper and farmer of paying for the comfort of 
the Pullman passenger, which is unfair and un-American. 


Fifth:. The propaganda disseminated by commercial trav- 
elers and hotel men already threatens menace to the Pacific. 
cities, since as a result of same the commissioner hearing the 
case has required | railroads to justify the practice of making 
low excursion fares to and from Pacific Coast cities, which 
fares are about 45 per cent less than the regular rates. As the 
prosperity of the Pacific Coast has been largely built up during 
past -years and continued by action of transcontinental rail-— 
roads in making favorable passenger rates, particularly in sum- 
mer months when travel falls below normal, it will be dis- 
astrous to Pacific Coast interests if this investigation leads to 
an order by the Commission forbidding the railroads to make 
such rates. 


Sixth: The surcharge Chicago to California is $8.00. If 
this effected any restriction’ in tourist travel, California Hotel . 
Association should consider lowering its hotel. rates in sum- 
mer, and eliminating cover charges.. As ‘the .average tourist: 
spends thirty days on. the coast, reduction. in hotel rates of 
25 -:cents .a. day would ‘offset surcharge... 

Seventh: The hotel people, as well as the Pacific Coast, 
are deeply indebted to the railroads for the upbuilding of their 
industry, not only by reduced excursion fares, but by expend- 
iture of large sums of money advertising the Pacific Coast 
throughout the United States. If historic gratitude has no 
eae = the hotel business the fair-minded interests of ~ 
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Pacific Coast should restrain the selfishness and folly of the 
hotel man. 

In view of the above, I repeat the assertion that the public 
and press are being imposed upon to a degree disastrous to 
the best interests of the Pacific Coast, and unless the question 
is considered fairly and comprehensively the situation may soon 
become beyond remedy. The interests of the Pacific Coast 
and the railroads serving that territory are one and they are 
dependent on each other for prosperity. If selfish propaganda 
has the effect of taking from the railroads what is necessary 
for their existence, the reaction will be speedy and a candid 
observer would be compelled to say that the Pacific Coast, 
like an ostrich with its head in the sand, has kicked the life 
out of the goose that laid the golden egg. 


THE TRANSPORTATION ACT 


(Chicago Journal of Commerce, Aug. 18.) 


There is printed in this column an editorial from the Traffic 
World of August 4. Although this was slow in coming to our 
attention, we shall not permit the consideration of timeliness 
to deny our readers such constructive editorial opinion. 

The Traffic World is conspicuously independent, independent 
even of thosé influences in its own field which might be 
expected to have some bearing on the temper, if not the form 
of its opinions. It has been consistent in pointing out for some 
time deficiencies in the transportation act and has urged amend- 
ments to cure them It now urges that no amendment of any 
kind be supported by any group or association having the wel- 
fare of the railroads of the country at heart. 

The next Congress at best will be a serious problem to 
business and the less tampering it does with business laws the 
better. It may be that if the transportation act question is 
opened for any reason whatever, the La Follette group may find 
support enough to vitiate it, even to repeal it. Let all business 
agree and impress upon Congressmen that the transportation 
act, while not perfect, is better than anything that has pre- 
ceded it and must not be tampered with. 


RAILROAD FREIGHT ADVERTISING 


(Chicago Journal of Commerce, August 18) 


Advertising properly applied to the freight end of the rail- 
road business throughout the United States would net the 
carriers a big increase in traffic and at the same time increase 
business for other industries, according to N. C. Tompkins, ad- 
vertising manager of the Creamery Package Manufacturing 
Company, Chicago. He says that the business men of the 
country realize that the railroads have not been progressive in 
merchandising their service. 

Although the railroads have rapidly come to the fore in the 
last few years as advertisers of their passenger traffic, they 
have overlooked the freight end of the business, he says, and 
everyone in the railroad business knows that the freight end of 
the business is the “bread-and-butter end.” In times like these, 
he points out, when business on the railroads is close to capacity, 
there are always cars that could carry extra tonnage. The 
railroads are rapidly increasing their capacity and the day is 
not far distant when they will need freight tonnage. In his 
opinion, proper advertising will supply the tonnage. . 

“At first thought the freight business would seem to be'a 
prosaic, difficult subject,” says Mr..Tompkins. “In reality, how- 
ever, there is a wealth of interesting material available. The 
advertising man’s pencil itches to go, when he thinks of the 
copy and illustrative possibilities of freight transportation. Few 
business men have more than a vague comprehension of how 
their freight is handled from the time it leaves their warehouse 
until it is delivered to the customers, and yet all phases of the 
process should .be of vital interest to them, since it is their.own 
goods—the children-of their brain—that is concerned..-. .- 

“A manufacturer would be intesely interested to know that 
a eertain road had put in conveying systems or handling devices 
which speed up his shipments or lessen the danger of damage. 
He would be interested to learn of a system that would min- 
imize the chances for his shipment to go astray. 

“The operating departments of many railroads are really 
doing marvelous things better to serve the freight shipping pub- 
lic, but they are remarkably quiet about it. They are hiding 
their light under a bushel and therefore are missing the oppor- 
tunity to secure an additional volume of tonnage and to acquire 
@ continually growing public good will.” re 

Mr. Tompkins also points out that with the exception of a 
few railroads in the western part of the United States, the rail- 

. roads .are overlooking an-.almost inexhaustible opportunity to 


build tp their business by building up towns along their right. 


of way 

“It is customary,” he says, “for large corporations other 
than railroads to build themselves. A laundry machinery com- 
pany is advertising in general magazines, simply to create the 
business of steam laundries; a dairy machinery company is 
stimulating the husiness.of milk dealers,,and a yeast company is 
boogting the bakers’ business. 


The railroads would be doing 
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made an effort to stimulate the growth of towns through which 
they pass. It is not difficult to imagine what it would mean to 
the railroad freight tonnage if several hundred comparatively 
dead towns were brought to life. Better streets, better public 
improvements, oetter food, better clothing would soon be de- 
manded, not only from the citizens of the towns, but from the 
inhabitants of contiguous farms, which would share in the 
prosperity.” 


SEEKING TO SAVE A RAILROAD 


(Davenport (Iowa) Daily Times, Aug. 13.) 


The Louisa county courthouse at Wapello is today the 
scene of a rather unique meeting. Farmers and business men 
along the line of the Muscatine, Burlington & Southern Railroad 
have been assembled to discuss ways and means of retaining a 
railway service which it is feared will be abondoned. The 
sponsors for the gathering hope that a sufficient fund can be 
subscribed to save the road from the scrap heap, toward which 
it is now headed. The residents of the territory served face 
the stern necessity of putting up about $250,000 to keep the 
line from being torn up. 

In this day of railroad baiting the purpose of this meeting 
is portentious It must convey a warning to those who, to ad- 
vance their own political interests, have contributed by their 
advocacies to the plight of the smaller roads. When the farmers 
are forced to sign notes to keep a railroad, which is their most 
convenient agency of shipment to market in operation the cost 
of discriminatory legislation and radical advocacies is made quite 
apparent to the guarantors even though farmers in the next 
county remain blind to the lesson. 

If the land owners in the communities served by *his road 
wish to keep it going they must dig into their bank accounts or 
accept a fresh financial obligation to do so. That’s not an allur- 
ing prospect in view of the past financial difficulties of the short 
line, but they are more certain of a loss if the road is junked, 
for it will increase the cost of marketing for them and thereby 
render less valuable their rural realty. 

Senator Brookhart doesn’t reside far from the distressed 
section of southeastern Iowa. He has many supporters in the 
territory affected. Though posing as the friend of the farmer, 
he has not busied himself to save those of Wapello and Des 
Moines counties. It is not to the politician but to the business 
man and banker that the farmers along the M. B. & S. have 
turned. They must know by this time that it is the demogogic 
utterances of the Brookhart and La Follette types which has so 
thoroughly discouraged investment in rail securities as to neces- 
sitate the course which confronts them. It should be equally 
apparent to others that as the railroads are denied adequate 
returns, those served by weak roads must prepare to finance 
bankrupt lines or do without present railroad transportation 
facilities. 

The automobile has played its part in intensifying the prob- 
lem of the feeder lines. It is a condition which must be met and 
only as the nation’s transportation system is consolidated under 
some such plan as Senator Cummins has evolved will hundreds 
of other localities be spared the problem which confronts the 
farmers meeting at Wapello today. 


WASTEFUL SERVICE HEARING 


The Trafic World Washington Bureau 

In connection with a hearing at Kansas City, September 27, 
before- Examiner Flynn, in I. and S. No. 11, the tap line case, on 
the ‘feature of that case which the Commission calls “wasteful 
service by the tap lines,” the Commission has notified parties to 
the record, including Prescott & Northwestern, Ouachita & North- 
western, Louisiana & Pacific and-Oakdale & Gulf, as to what it 
expetts of ‘them in the way of testimony. .The Commission’s 

‘desire-is that witnesses be present at the further hearing. at 

“Kansas City, competent .to: testify. fully as to the reasons. that 
actuate the tap lines mentioned.to move traffic from the mills 
to connections with trunk lines ‘which are more distant, in pre 
ference to movements in switching service to other connections 
with trunk lines which are less distant. The Commission said 
it particularly desired that it should be fully developed of 
record whether on not reductions could and should be made 
in the present divisions for the longer road hauls to trunk line 
connections and whether or not corresponding increases could 
be and should be made in: the present allowances for the 
switching movements in such amount that equalization would 
thereby be effected; to the end that the tap lines- would: find the 
road hauls and the'switching movements equally profitable and 
desirable and would not prefer the former over the latter. 

' In connection with the Louisiana & Pacific, the Commission 
said, in addition to the information hereinbefore indicated, it 
desired testimony similar to that which had been developed at 
previous hearings in connection with the services of the Prescott 
& Northwestern, the Ouachita & Northwestern, and the Oakdale 
& Gulf. The Commission said it should not be understood from 
this specification .-of particular. points that the parties were 


' ljmited thereto or prohibited from presenting any aduitivnal 
‘ Testimtiny which. thvy might . fexTre- fs Yubuatt. 
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Current Topics 
in Washington 


The Return of Normalcy.—Four years ago the output of 
thousands of American typewriters—also a few British, some 
French, Italian, and some in the new states for which the de- 
scriptive adjectives have not yet been invented—was largely 
to the general effect that the world would never again be as 
it was when the three regal cousins fell on each other, horse 
foot, and dragoon. All was to be changed by the peace then 
in the making. Application by the transcontinental railroads 
for permission to meet competition via the Panama Canal 
prompt the querry whether something—a cat or a scapegoat 
or what not—has come back. The impression around the offices 
of Edward Chambers, Louis J. Spence, C. E. Spens, George 
Dallas Dixon, and the rest of the host of traffic men whose busi- 
ness it is to get their share out of the currents of commerce, 
seems to be that there has been some kind of return. The 
fine structure of rates built on the theory that every rate must 
be able to stand on its own bottom and be justified. on the 
ground of “reasonably compensatory” seems in danger of col- 
lapse. The transcontinental carriers desire fourth section re- 
lief. Regardless of whether they obtain it or not, it is believed 
that the competition through the canal will be met, possibly 
not right away, but within the next_two years. Business is 
going by water, some of it from the United States, and some 
from foreign countries. It is believed that if Europe had not 
been cut up into so many small states, each erecting barriers 
against everybody else, European competition, as well as Amer- 
ican, on the west coast of the United States would be keener 
that it is. But it is keen enough to put a yearning into the 
hearts of the transcontinental traffic men for fourth section 
relief. That pining extends to the eastern traffic managers to 
the extent of their joining their western brethren in a request 
for such relief from at least part of their territory, for the 
making of all-rail rates westward that will take some of the 
traffic they might otherwise haul to the Atlantic Ocean. But 
that Countiss application is not the only evidence there is 
of the nonsense that was uttered immediately after the war 
about the wonderful curative properties the war was going to 
exercise on this usually foolish old world, which keeps on doing 
the same thing over and over again. The application of the 
northern transcontinental lines for permission to cut $4 a ton 
off the rate on copper from the Rocky Mountain states to the 
east, all-rail, is another bit of evidence of the return of old 
conditions. All the transcontinental lines objected to the mak- 
ing of rates to carry traffic to the Pacific Ocean for the haul 
through the Canal. But they could not give the road proposing 
such rates a division large enough to persuade it to give up its 
chance of a long haul to the west, so now they are competing 
for that traffic all-rail to the east at a sacrifice of $4 a ton. 
Whether the intermediate territory will be able to prevent tem- 
porarily the making of the rates desired, it is suggested, is not 
so important as the question as to whether the Commission 
is going to be able. long to snap its jaws together and forbid 
the railroads sacrificing their rates in efforts to increase their 
revenues. The answer that comes easily is that probably it 
will make prohibitory gestures until it is obvious that the sacri- 
fice will be merely of paper rates which bring in no revenue. 
Then, it is suggested, the theory underlying section 15a. will 
have to give way to the practical rule that rates must not be 
higher than the traffic will bear, regardless of whether the 
rates proposed will do more than pay for the axle grease. Sell, 
ing goods for less than cost is not: pleasant, but every: now 


‘and: then some industry has to do that, and, unléss the: rail- . 
‘roads are subsidized, it is suspected, some of them may have 


to follow.the rule that, at times, money must be had regard- 
less of the price that must be:paid.to obtain it. Europe for 
some time has been. buying money at exorbitant prices. Amer- 
ican farmers, in some parts of the country, are doing it: now. 
Apparently some railroads are near the point when they must 
think of what further sacrifices they must be prepared to make 
to bring business into more nearly an equilibrium. 





The Rate Triangle.—Apparently San Francisco has definite- 
created.a second rate triangle. .For years New..York, New Or- 
leans, and Chicago constituted the triangle. that caused more 
trouble—real trouble, of. course—than any thé sob. sisterhood 
ever imagined’ in its writings about love triangles. San Fran- 


tisco was in on the sugar -rate riot recently settled by the Com- _ 


thission. Now ‘it*is the point from which ‘the question of the 


Proper relation of rates on green coffee, also. to Chicago, has — 


Started. Chicago is the great consuming center of sugar, salt, 
coffee, grain, live stock, and asphalt. Just a few days ago the 
Commission settled a row about the rates on asphalt. To be 


sure, Kansas City started that, but the story was about the 
Telative adjustment between New Orleans om’ the une’ band: 
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and New York on the other. The rumblings of the salt war 
which the Commission scotched with a report on the effort of 
the Southern Pacific and the Illinois Central to put salt into 
Chicago at rates lower than from Kansas and New York points 
have hardly died away. That brought out the facts about the 
competition in the territory contiguous to the two largest ports 
for trade at the largest inland ports. The green coffee protest 
and answer brought in the fact that the domestic rates in the 
United States are affected by rates on the ocean from foreign 
lands much more distinctly than the sugar and asphalt cases. 
The old woman who lived in a shoe had really an easy time in 
comparison with the cares the restoration of keen after-the-war 
competition has placed on the Commission’s shoulders. It is 
the keeper of a Pandora box of no mean content. Until the 
passage of the transportation act the railroad traffic officials 
had the duty of keeping things hidden in that box. Now, how- 
ever, the duty has been placed on the Commission to keep New 
York, New Orleans, and San Francisco, in relation to Chicago, 
from getting into too scandalous a fight. 





New England Conscience at Work.—Commissioner East- 
man, at the time this was written, had read something more 
than 8,500 pages of the record in the Southeastern class rate 
investigation. When he has finished that record he will begin 
on the five foot bookshelf of select summer reading known as 
the briefs in the case. The briefs, literally, occupy about five 
feet of shelving. The railroads alone have five volumes, two 
of them of more than 500 pages. Mr. Eastman has the labor- 
ing oar in the case, in addition to a New England conscience. 
He has not said so, but it is suspected that he is going to make 
the best effort possible to provide a rate structure for that 
part of the country that will endure. Facetiously, it might be 
suggested that perhaps he is trying to atone for some of the 
sins committed against that part of the country in re-con- 
struction days, after the war between the states and the death 
of Lincoln, the greatest calamity, many southern men believe, 
that ever happened to the southern states. He has endeared 
himself to the men who have worked in that case, and whether 
what he recommends pleases or displeases them, they are 
ready to say the fault is not to be of indisposition to work or 
unwillingness to hear everything to be said on the subject. 





Words, Their Use and Abuse.—It seems probable that 
President Coolidge and Albert D. Lasker, former Shipping 
Board chairman, will have to get together on the meaning of 
the word “direct.” Apparently, the President. does not regard 
what has been proposed by the former chairman as “direct” 
government operation of the merchant fleet. Lasker so char- 
acterized it, notwithstanding that the chief feature of the plan 
provided for the creation to subsidaries of the United States 
Emergency Fleet Corporation for the operation of the ships. 
The President seems to think that would be just about as in- 
direct as the method that has been in vogue. The impression 
created in the minds of those who read Lasker’s alternative 
to operation by private owners with a government subsidy was 
that he intended to say that the government would have to 
operate the ships in the same way and to the extent it operates 
the ships of the navy—that is to say, by appointing officers and 
enlisting crews or hiring them. Seemingly, however, Mr. Las- 
ker never had that conception of the meaning of the word, 
“direct,” when he told the country what it would have to do, 
inasmuch as Congress had failed to provide for a subsidy. 
“Direct” operation like that of navy ships in time of war in 
which the United States was a party, would be a calamity. 
Every neutral at such a time would have to notify such a 
ship to get out of its pvorts.-within twenty-four hours. after’ ar- 
rival, even if there were no ships of the enemy within a. thou- 
sand’ miles.. Government ships also would not be subject to 
libel. They would ‘not be on terms of equality ‘with other mer- 
chant ships and the- restrictions, it is usually figured, would 
more than: outweigh the privileges. That-is one reason why 
the Emergency. Fleet Corporation was created: It gave the 
ships of the American government the same status as other 
merchant ships, because the United States was merely. a stock- 
holder in that corporation. 





Farm Problem Too Much For Washington.—Admittedly, 
the plight of the western farmer is too much for Washington. 
President Coolidge, on every suitable opportunity, has allowed 
it to be known that he would welcome a plan for the relief 
of the grain-growers that’ would be really a plan for their re- 
lief and give them help rather than hurt. Secretary Wallace 
has checked over everything urged in behalf of the distressed 
grain man but, according to his statemént, has found nothing. 
Fortner Secretary Meredith has sued Senator Brookhart, of 
Iowa, for damages estimated at thirty cents, for what Brook- 
hart said about him in connection with the Brookhart idea 
that Wall street deliberately deflated farm prices in the latter 
part of the Wilson administration. That suit may be regarded 
as part of the search for a relief plan. Washington has been 
a bit amused over the great silence that has fallen over Minne- : 
sota since the élection of Magnus Johnson and ‘the gathering 
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of the political friends of the farmer in Minneapolis, July 30, 
when they called on the late President Harding to summon 
Congress in extraordinary session to help him. The amuse- 
ment, however, has been tempered with a suggestion that per- 
haps, after all, the silence is a favorable sign—a sign that 
Johnson is taking thought on the suggestion that the man who 
knows there is something wrong devote himself to planning 
help and not merely to a denunciation of the thing that is 
wrong. Johnson has had nearly a month in which to do some 
thinking at the expense of his fellow citizens, but, beyond the 
demand for an extraordinary session of Congress, he has pro- 
duced nothing definite. Secretary Wallace has complimented 
the railroad rate men to the extent of suggesting that if they 
would get down to considering the situation of the farmer as 
one of their own problems they could help. In that connection 
it is suggested that the traffic men of the grain-carrying roads 
need the traffic represented by the grain and that if prices are 
so low that it will not move, then they are in the same boat 
as the farmers and that, therefore, it is and always has been 
one of their problems. A. BE. H. 


“BUSINESS” SEES COOLIDGE 
The Traffic World Washington Bureau 


A written statement covering the views of the Chamber of 
Commerce of the United States on various economic questions, 
including transportation, was submitted this week to President 
Coolidge by a committee representing the Chamber. It is under- 
stood that the members of the committee touched on the 
question of consolidation of the railroads The viewpoint of the 
Chamber is that there should be voluntary but not compulsory 
consolidation. The part of the formal statement relating to 
railroads and the merchant marine follows: 





Railroad transportation—The Chamber stands for private owner- 
ship and private operation, under fair and just regulation, based 
upon recognition of the obligation of the railroads toward the pub- 
lic and likewise of the obligations of the public toward the railroads. 

As the result of a conference in which the leading railroad, motor 
and waterway authorities participated, and which Secretary of Com- 
merce Hoover attended, for several months active chamber com- 
mittees of experienced men have been working on certain phases 
of transportation, with the object of formulating a program of recom- 
mended transportation development and treatment. For instance, 
the relation of motor highway transport and the use of motor de- 
livery in congested transportation terminals is one of the phases 
receiving serious study. The conclusions of the several committees 
(six in number) will be submitted to a general Transportation Con- 
ference this fall. and from that conference we hope for findings 
and recommendations that will be helpful to Congress and the execu- 
tive branch of the government, especially in defining the proper re- 
lation of government to transportation. 

Merchant Marine—The chamber is opposed to the government en- 
gaging in commercial business. It believes that further efforts should 
be made to evolve a plan of operation by private citizens, before enter- 
ing upon direct government operation of government-owned ships. 
The chamber favors a ship subsidy, in the effort to equalize opera- 
tion disadvantages of American ships. It has asked an_investiga- 
tion of the possibility of relaxation of burdensome restrictions, with- 
out jeopardizing proper public safety, 


The committee was headed by Julius H. Barnes, president of 
the Chamber. Other members were A. C, Bedford, of New York, 
chairman of the board of the Standard Oil Company, of New 
Jersey, and vice-president of the Chamber for the Eastern 
states; John H. Fahey, publisher of the New York Evening 
Post, a former president of the Chamber; Lewis E. Pierson, of 
New York, president of the Irving-Bank-Columbia Trust Com- 
pany, a director of the Chamber; Willis H. Booth, of New York, 
vice-president of the Guaranty Trust Company, and president 


of the International Chamber of Commerce; Fred I. Kent, of 


New York, vice-president of the Bankers Trust Company, a 
member of the Chamber’s Foreign Affairs Committee; Charles 
F. Weed, of Boston, vice-president of the First National Bank 


and a director of the Chamber, and Elliot H. Goodwin, of Wash- . 


ington, resident vice-president of the Chamber. 


REDUCED RATES IN ENGLAND. 


(Lloyd’s List and Shipping Gazette, Aug. 2) 


The announcement that the London and North Eastern > 


Railway Company, the Great Western Railway Company, and 
the Southern Railway Company intend to reduce their rates for 
carriage of merchandise from Aug. 7 from 60 to 50 per cent 
above the rates in force on Jan. 14, 1920, is followed by the news 
that an agreement was reached on Tuesday between the Fed- 
eration of British Industries and the London Midland & Scottish 
Railway Company. The company have agreed to make reduc- 
tions similar to those of the other companies as from Aug. 1. The 
agreement, however, provides that the traders are not to be 
prejudiced in any action which they may desire to take against. 
the flat rate hereafter. 

This agreement and the announcement of a similar general 
reduction made by the other three groups is the outcome of 
separate applications for general reductions lodged by the Fed- 
eration of British Industries with the Railway Rates Tribunal 
against each of the four grouped railways. 

.The reduction will affect the rates. on all goods, including 
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coal, with the exception, firstly, of certain agricultural products 
and requisites which are already at the level of 50 per cent, 
and, secondly, of certain specified traffics for blast furnaces, of 
which the most important are iron ore and ironstone, these being 
already at the level of 40 per cent. It is thus the most compre- 
hensive of the various reductions which have taken place since 
the end of the period of Government control in 1921. It must 
also be borne in mind that the reduction of 10 points from a gen- 
eral level of 60 per cent above pre-war is a greater achievement, 
both from the point of view of the railway companies and the 
traders than a similiar reduction from a level of, say, 100 per cent, 
which was the position dealt with last summer. The application 
of the Federation of British Industries against the London Mid- 
land & Scottish Railway will in pursuance of this agreement be 
withdrawn forthwith. Details of the reductions on the L. M. §. 
systems are as follows: 


(1) Coal, coke and patent fuel.—The rates in operation on Jan. 14, 
1920 (subject to the exceptions referred to above) with the under- 
mentioned modified additions thereto: Percentage increase of 60 per 
cent to be reduced to 50 per cent. Flat rate of 2d. per ton, and 
maximum additions of 3s. 6d. per ton (or 2s. where applicable), to 
remain unaltered. 

(2) Traffic in Class ‘‘A’’ of the general railway classification 
(except coal and coke).—Percentage increase of 60 per cent, where 
applicable, to be reduced to 50 per cent. Flat rate of 3d. per ton, 
and maximum addition of 4s. per ton, where applicable, to remain 
unaltered. 

(3) Traffic in Class “B” of the general railway classification, 
other than patent fuel (except as shown below).—Percentage in- 
crease of 60 per cent, where applicable, to be reduced to 50 per 
cent. Flate rate of 3d. per ton, and maximum addition of 6s. 
per ton, where applicable, to remain unaltered. 

(4) Iron and steel, ferro silicon, chrome iron ore, manganese ore, 
lime for iron and steel making, basic material, burnt limestone, cal- 
cined dolomite limestone (for blast furnaces and_ steel works).— 
Percentage increase of 60 per cent to be reduced to 50 per cent. Flat 
addition of 3d. per ton, and maximum addition of 4s. per ton, to 
remain unaltered. 

(5) Traffic in Class ‘“‘C’” of the general railway classification, 
except as shown below.—-Percentage increase of 60 per cent, where 


applicable, to be reduced to 50 per cent. Flat rate of 4d. per ton 
to remain unaltered. 

(6) Iron and Steel.—Percentage increase of 60 per cent to be 
reduced to 50 per cent. Flate rate of 4d. per ton, and maximum 
addition of 8s. per ton, to remain unaltered. 

(7) Traffic in Classes 1 to 5 of the general railway classification, 
except as shown below.—Percentage increase of 60 per cent to be 
reduced to 50 per cent. Flat rate of 6d. per ton to remain. unaltered. 

(8) Tin plates in 2-ton lots and upwards.—Percentage increase of 
60 per cent to be reduced to 50 per cent. Flat rate of 4d. per ton, 
and maximum addition of 8c. per ton, to remain unaltered. 

(9) Rolling Stock.—Percentage increase of 60 per cent to be re- 
duced to 50 per cent. Flat rate of 4d. per ton to remain unaltered. 

(10) Small parcels (as defined in Part VI of the railway rates and 


charges orders).—Percentage increase of 75 per cent to be reduced 
to 50 per cent. 


(11) Returned empties.—Percentage increase of 60 per cent to be 
reduced to 50 per cent. 


MEMPHIS-S. W. INVESTIGATION 


The Trafic World Washington Bureau 


Contending that the method for computing distances agreed 
on by carriers and shippers at the conference with the Com- 
mission’s Board on Suspension some time ago would practically 
nullify the intent of the Commission’s order, the Arkansas Job- 
bers’ & Manufacturers’ Association has filed a petition in No. 
9702, Memphis-Southwestern Investigation; asking the Commis- 
sion to modify its order with respect to the manner of figuring 
mileages via joint lines. 

At the conference it was agreed that the carriers would 
be within their rights to confine the short line distance to not 
more than three different lines or parts of lines via existing 
published routes, and not use the direct mileage route if such 
route was not an existing published route. The petition said if 
that method were followed practically every point in Arkansas 
on the line of the Rock Island would represent a departure 
from the fourth séction, due to the fact that the published 
route from St. Louis and points basing thereon was confined to 
the Frisco via Bridge Junction, Ark., and thence via the Rock 
Island. According to the petition the present published routes 
are sO arranged that each line involved will receive a max- 
imum haul, which in many cases results in much longer mile- 
age than the direct route. 


Although urging the Commission to amend its order so that 
all rates may be based on the direct or shortest line mileage, 
the petition concludes by saying that the use of three lines in 
figuring distances is more preferable than -limiting the com- 
putation to existing published routes. 





SPECIAL RATE FOR APPLE MOVEMENT - 


: To facilitate the movement of apples to British and Con- 
tinental ports, the rate on shipments has been reduced by steam- 
ship lines operating out of American and Canadian ports from 
$1 to 90 cents a barrel and from 35 to 30 cents a box This de- 
cision was reached in consideration of the exceptionally heavy 
movement in prospect and plans are now under discussion by 
the United Kingdom confereyce for a ship service to take care 
of the busipess offered, "we to» 
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Decisions of Interstate Commerce Commission 





GUM COPAL REPARATION 


A finding of unreasonableness and an order of reparation 
against the Director-General have been made in No. 13207, 
A, Klipstein & Company vs. Director-General, Southern Pacific, 
et al., opinion No. 8707, 81 I. C. C. 555-6, as to a rate of $2.81 on 
two carloads of gum copal, shipped in June 1918, from San Fran- 
cisco to New York. The Commission held the rate unreasonable 
to the extent it exceeded a rate of $1.565 which became operative 
July 1, 1918. The case grew out of the cancellation of import 
rates by General Order No. 28, which was followed by an order 
directing the establishment, as soon as possible, of rates consid- 
erably higher than the old import rates but also much lower than 
the ones that came automatically into effect upon the displace- 
ment of the import rates. 

The Director-General contended that neither the old import 
rate of 90 cents nor the substitute rate of $1.565 was a reason- 
able maximum rate, but that each was established to meet a 
competitive condition. The Commission said there was no fixed 
relationship between the old import rate and the one established 
July 1, 1918. It pointed out, however, that the new rate on 
copra was an increase of only 50 per cent over the old import 
rate, While the new gum copal rate, established July 1, 1918, 


represented an increase of 73.7 per cent over the prior import 
rate. . 


Complainant sought reparation to the basis of the old import 
rate on the ground that any higher rate would have been dis- 
criminatory against it as compared with its competitors who 
shipped on the 90 cent rate prior to June 25, 1920. Yet, said 
the Commission, it admitted that if the 90 cent rate had been 


increased to $1.565 on June 25, 1918, there would have been no 
discrimination. 


FLUOR SPAR AWARD 


Application of the rule of damages laid down in the Inman- 
Poulsen Lumber Company case (61 I. C. C. 185) has been made 
by the Commission in a report on No. 13579, Thomas R. Hey- 
ward, Jr., trading as Thomas R. Heyward Company vs. Direc- 
tor-General, opinion No. 8697, 81 I. C. C. 529-32. It found the 
rates on fluor spar, from Salvisa, Ky. to Watertown, Mass., 
South Bethehem and Reading, Pa., Sparrow’s Point, Md., and 
Rahway, N. J., unreasonable and unduly prejudicial to the ex- 
tent they exceeded three cents the rates from Danville and 
Junction City, Ky, to the same destinations. That adjustment 
was made by the Director-General March 20, 1919. That addi- 
tion to the rates from Danville and Junction City was made be- 


cause Salvisa is on a branch line 16 and 20 miles from Danville 
and Junction City. 


The Director-General contended that the combination, via 
Cincinnati or Louisville, was reasonable. He submitted num- 
erous comparisons of rates and car-mile earnings on various 
low-grade commodities from points in the same general terri- 
tory to points in central and trunk line territories, for compar- 
able distances. The Commission said that the adjustment made 
in 1919, and still in effect, would appear to have been and, to 
be, the proper basis of rates-over the route of movement.” The 
shipper contended he was entitled to a rule 77 combination via 
Louisville but the Commission said the rate for which the ship- 
per contended did not apply via Louisville. 


According to the Commission the market price on fluor 
spar seldom varies, and, as competition in its sale is keen, the 
complainant had to sell its product on the basis of the Nicholas- 
ville, Ky., district rates and absorb the difference between those 
rates and the rates charged. Continuing along that line, the 
Commission, in disposing of the case, said: 


It is clear from the record that when these shipments moved com- 
plainant was producing fluor spar of the same kind as other produc- 
ers in the same general territory who enjoyed much lower rates than 
complainant. In addition, complainant has shown with reasonable cer- 
tainty that he was compelled to forego certain profits solely because 
the freight rate from Salvisa exceeded, by more than a reasonable 
differential for the additional haul, the rates contemporaneously avail- 
able to his nearby competitors on like traffic, and that he hag suf- 
fered pecuniary loss as a result of unreasonable and unduly prejudicial 
additional transportation charges paid. Inman-Poulsen Lumber Co. 
™ &. P. Ga. 62.1... ¢.,. 3ae. 

_, The rates charged from Salvisa were the proximate cause of the 
injury which complainant sustained, and his damage must be meas- 
ured by the difference between the rate charged and that which 
would have been charged at a reasonable differential over the con- 
temporaneous rates in effect from Danville and Junction City. 

e fi that the rates assailed were unreasonable ana unduly 


nd 
' prejudiciat ‘to the extent that they exceeded rates 3 cents higher than 


ce rates contemporaneously in effect from Danville and Junction 
ity, Ky., to the same destinations; that complainant made the ship- 
ments as described and paid and bore the ¢ arges thereon; that he 
as been damaged in the amount of the difference between the charges 
_ and those which would have accrued at the rates herein found to 
lave heen reasonable and nonprejudicial; and that he is entitled to 


reparation, with interest. Complainant should comply with Rule V 
of the Rules of Practice. 


RATES NOT UNREASONABLE 


The Commission has dismissed No. 13749, Philadelphia 
Quartz Company vs. Pennsylvania et al., opinion No. 8699, 81 
I. C. C. 535-7, on finding that the rates on silicate of soda, 
between Chester, Pa. and Camden, Riverside and Gloucester, 
N. J., are not unreasonable or otherwise unlawful. The allega- 
tion was they were unreasonable, unjustly discriminatory and 
unduly prejudicial. In the prayer, the Commission said the 
complainant asked for rates on traffic in both directions. It 
said carload quantities of the commodity in question were not 
consumed in Chester, there was no production at Riverside or 
Gloucester, and no movement from Camden, Riverside or Glou- 
cester to Chester. Therefore, it said, it was necessary only 
to consider the rates from Chester. 

Mechling Brothers Chemical Company, a producer of sil- 
icate of soda at Camden, the report said, intervened in opposi- 
tion to the complaint. The report said the annual consumption 
at Camden was about 2,500 tons and at Riverside and Gloucester 
about 2,000 tons. The rates assailed from Chester to Camden 
were 9.5 cents, to Gloucester 11.5 and Riverside 13 cents. The 
complainant asked for a rate of 8 cents from Chester to Cam- 
den and Gloucester and 9 cents to Riverside. 

For purposes of comparison, the report said the complainant 
submitted the rates on silicate of soda applied between points 
on the Boston & Maine. The comparison, the Commission said, 
was not unfavorable to the rates under assault. It said the 
complainant’s witness had no knowledge of transportation con- 
ditions on the Boston & Maine. The railroads pointed out that 
silicate of soda moved on fifth class on all railroads in New 
England except the Boston & Maine and that tank-car com- 
modities, when rated fifth class, took the assailed rates, from 
Chester to Camden and Gloucester. They also asserted that 
articles rated sixth class took the same commodity rate from 
Chester to Camden as silicate of soda. 

The complainant contended, the report said, that the reduc- 
tion in the rate from Camden to Philadelphia on December 10, 
1921, to 9 to 7.5 cents without a corresponding reduction from 
Chester to Camden, Gloucester and Riverside constituted an 
unjust discrimination; and that the publication of a 7-cent 
rate from its competitor’s plant in Camden to Philadelphia as 
compared with a 9.5 cent rate from Chester to Camden con- 
stituted an undue preference of its competitor and an 


unreasonable prejudice to it. Those contentions, the Com- 
mission said, were unsound. 


GASOLINE AND BENZOL CASE 


The destruction of the parity in rates on gasoline and benzol, 
proposed in the schedules suspended in I. and S. No. 1799, has 
been disapproved by the Commission in a report on that case 
(mimeographed without page or opinion numbers). It found 
the proposed rates on benzol and blended gasoline, from Birming- 
ham and group to destinations in Tennessee, Georgia, South 
Carolina and Florida, had not been justified. It ordered the 
schedules cancelled. They were to have become effective April 
21. They were suspended on protests by the Wofford Oil Com- 
pany and the Birmingham Traffic Association. The Wofford 
company, the report said, shipped benzol from Birmingham in 
carloads, unmixed with gasoline, to the larger cities, where it 
maintained mixing plants. In a few instances, the report said. 
that company made shipments of the blended product to smaller 
cities where it had no mixing plants. 

The revision, the carriers claimed, was made necessary by 
the Commission’s insistence upon the removal of fourth section 
departures. Under the suspended schedules, the Commission 
said, the rates on benzol, in eleven instances, would be increased 
and in six they would be reduced. The rates to Atlanta and 
Macon, the Commission said, would be increased 4 and 3 cents, 
while those to Chattanooga and Rockmart, the latter in Georgia, 
would be reduced 5 and 6 cents, respectively. Atlanta and Ma- 
con, the protestants said, were the principal consuming markets 
of benzol shipped from Birmingham. At present the rates on 
gasoline and benzol to all the points involved are the same. 
Under the suspended schedules, the Commission said, they would 
be unlike in every instance, thereby destroying the parity it said, 
in other cases, should be established or maintained. 

The report says it would seem that the carriers.could re- 


move the fourth section violations by reducing the rates to in- 


termediate points, to which there is little or no movement, as 
easily as by increasing them to the two more distant points 
which are the largest consuming points. 


The carriers said the suspended schedules were proposed by 
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them in compliance with an agreement between their fourth sec- 
tion committee and representatives of the big petroleum inter- 
ests, made in 1922. In that agreement they said they promised to 
make a general revision of the petroleum rates into southern 
territory. As a working basis, the Commission said, they as- 
serted they took as a pivotal rate to be used in making a mileage 
scale, a rate of 46 cents, later reduced to 41.5 cents to bring it 
into harmony with reductions made on July 1, 1922, from the 
Ohio and Mississippi River crossings, including New Orleans and 
Baton Rouge, to Atlanta. The scale resulting from the use of 
that pivotal rate was submitted to the Georgia and Alabama 
commissions for application to intrastate oil movements. Up 
to the time of the hearing, the Commission said, neither state had 
taken final action, nor, said it, had the scale been approved by 
it for interstate application. The scale in its general application, 
the Commission said, was not in issue and the present record 
did not furnish sufficient information for it to pass upon its rea- 
sonableness. 

Application of the scale was not made, the Commission said, 
to all the destinations. It said that to Atlanta, Macon and nine 
other points in Georgia the rates were equal to the scale rates, 
while those to Augusta, Chattanooga and four other destinations 
were less. 

Furthermore, said the Commission, the scale as proposed 
previously by the carriers and agreed to by the oil interests, was 
intended to apply to petroleum products, including gasoline. It 
would be manifestly unjust, said the Commission, to apply the 
scale to benzol and blended gasoline and not to gasoline, and its 
application to the former and not to the latter would destroy the 
adjustment that had kept the two commodities on a competitive 
basis. 


NEW RATES ORDERED 


In a report on No. 13469, United Paperboard Company, Inc., 
vs. Greenwich & Johnsonville et al., opinion No. 8713, 81 I. C. C. 
591-3, the Commission has made a finding of unreasonableness, 
ordered new schedules to be filed not later than November 16, 
and denied reparation, as to rates on waste paper, from Thomson, 
N. Y., from points on the Boston & Maine, St. Johnsbury & 
Lake Champlain and Montpelier & Wells River railroads, and 
on box board, chip board, wood-pulp board, and news board, from 
Thomson, N. Y., to points on the Boston & Maine and the New 
Haven. The report also covers No. 13470, Same vs. Same. 

Thomson is served only by the first mentioned defendant. 
It is 21 miles north of Johnsonville, N. Y., the junction point of 
that line with the Boston & Maine. All the securities issued by 
the Greenwich & Johnsonville, the report said, were owned by 
the Delaware & Hudson. 

The complainant sought the extension of the Albany-Troy 
basis of rates to Thomson. The defendants alleged the distance 
commodity rates of the Boston & Maine were intended for use 
locally on that road and that their extension to the Albany-Troy 
group, made to meet competition, was the only exception to the 
rule that they were intended to apply only locally on the Boston 
& Maine. 

The Commission said the record was somewhat meager but 
that it made it plain there should be some readjustment. It 
found the rates assailed were, are and for the future will be 
unreasonable to the extent they exceeded, exceed or may exceed, 
by more than 6 cents the rates to or from Johnsonville as the 
case may be. The evidence as to past shipments, it said, was 
insufficient to warrant a finding that the complainant paid and 
bore the freight charges. 


COMPLAINTS DISMISSED 


The Commission has dismissed No. 12090, Oklahoma Traffic 
Association vs. Chicago, Rock Island & Pacific et al. and a sub- 
number, Panhandle—Plains Chamber of Commerce vs. Abilene & 
Southern et al., opinion No. 8710, 81 I. C. C. 577-82, on a finding 
that the class and commodity rates between points in Texas, 
Amarillo and east, on the Chicago, Rock Island & Gulf upon the 
one hand, and Kansas City, Wichita, Shreveport and grouped 
points, and Texas common points on the other, are not unrea- 
sonable or unduly prejudicial. 

Application of Texas common point rates was sought. The 
line of the Rock Island, in the Commission’s decision in the 
Shreveport case, 41 I. C. C. 83 and 48 I. C. C. 312, was left in 
differential territory while the Fort Worth & Denver City, 
Amarillo and east, and the Panhandle & Santa Fe main line, 
Amarillo to Sweetwater and Higgins to Farwell, inclusive, were 
put on the common point basis. The object of the complaints 
was to have the Rock Island points also put upon the common 
point territory basis. 

The Commission said the record in the present case was in- 
complete in some respects, but that it found the rates not unrea- 
sonable or unduly prejudicial. It said, however, its conclusion 
was without prejudice to any conclusion that might be reached 
in some other proceeding of broader scope and upon a more 
complete record. 

As tending to show undue prejudice to points on the Rock 
Island and undue preference of Texas points accorded common- 


TRAFFIC WORLD 





Vol. XXXII, No. 8 


point rates, testimony was offered to show that dealers at Groom, 
Alanreed, and McLean, which are the only stations on the Rock 
Island east of Amarillo having a population of more than 100, 
experience competition, in buying grain and cattle in the terri. 
tory lying between the Rock Island and the Fort Worth & 
Denver City on the south and the Rock Island and Santa Fe on 
the north, respectively, the traffic moving out from those parts 
of the territory over the Fort Worth & Denver City and the Santa 
Fe on account of the lower rates obtained over those lines. The 
Commission said that while the witness testified that that com- 
petition existed, the testimony for the most part was indefinite 
and fell far short of establishing undue prejudice and preference. 

The complainants offered testimony to show that the dif. 
ferentials accrue to the Rock Island, and that, according to the 
report of the Texas Railroad Commission, the operating income 
of the Rock Island, per mile of road on its three divisions, for 
the seven years commencing with 1914, exceeded the average 
operating income per mile of all Texas lines. The Commission 
added that the Rock Island had more mileage in differential than 
in common point territory. 


STEEL RAIL REPARATION 


A finding of unreasonableness, an award of reparation, an 
order establishing the basis for a new rate and a fourth section 
order have been issued in No. 12226, Mid-Continent Equipment 
& Machinery Company, vs. Mobile & Ohio et al., opinion No. 
8694, 81 I. C. C. 510-12, as to a rate on new steel rails, from 
Memphis, Tenn., to Sparta, Ill. The complaint was about a 
carload of new steel rails, shipped September 13, 1920. It 
alleged the rate at which charges were assessed was unjust, un- 
reasonable, unduly prejudicial and in violation of the long-and- 
short-haul part of the fourth section. It exceeded the rate from 
Memphis to St. Louis, Sparta being intermediate. A combina- 
tion of 33.5 cents was imposed. It was made up of a rate of 
17.5 to Cairo and 16 cents beyond. The latter was an intra- 
state rate. There was no interstate commodity rate between 
Cairo and Sparta. The class C rate was 17 cents, one cent 
higher that the state rate. The class C rate applied to “iron 
or steel; rails, railway track.” The rails composing the ship- 
ment were sold to a coal mining company. The railroads con- 
tended the class C rate applied only to railway track rails used by 
steam and electric railroads and that rails used in mining 
operations were properly classified “iron or steel; rails N. 0. 
I. B. N.,” which took fifth class. The rails were new, weighing 
40 pounds to the yard. The Commission said rails of that 
weight were often used on short-line railroads. It said it had 
often refused to sanction different rates on the same commodity 
based on the use to which the article was put. It said the class 
C rate of 17 cents was applicable and that shipment was 
undercharged one cent. 

Contemporaneously the report said, there was a rate of 
20 cents on iron and steel rails from Memphis to St. Louis, over 
the Illinois Central and Mobile & Ohio. The fourth section 
departure was covered by an appropriate fourth section ap- 
plication. Southbound, the Commission said the rate from 
Sparta to Memphis, was the same as the rate from St. Louis 
to Memphis. The Commission said there was no evidence of 
undue prejudice. 

The defendants, the report said, contended the rates from 
Memphis to St. Louis, were depressed by water competition. 
They compared the assailed rate with rates ranging from 36.5 
to 59.5 cents, contemporaneously in effect on rails from Chatta- 
nooga, Atlanta, Augusta and Macon, Ga. and Montgomery, Ala., 
to points in the south for like distances. They also contended 
the movement was unusual. Neither the complainant nor the 
defendants, the Commission said, showed the volume of move- 
ment under the rates they offered for comparison. A witness 
for the defendants, according to the report, said there was 
a continuous and heavy movement of rails from Memphis to 
Illinois points, on the Mobile & Ohio, between Cairo and St. 
Louis, a fact which the report said, disposed of the contention 
that this was an unsual movement. 


The Commission found the rate unreasonable to the extent 
it exceeded the contemporaneous rate from Memphis to St. 
Louis. It prescribed that as a basis for the establishment of a 
new rate from Memphis to Sparta, not later than November 3, 
waived the collection of the undercharge, and awarded repara- 
tion. In fourth section order No. 8771, it withdrew fourth 
section relief as of November 3. 


BRICK TOLL LOWERED 


The Commission, in a supplemental report written by 
Commissioner McManamy on No. 9702, Memphis-Southwestern 
Investigation (commodity section), opinion No. 8703, 81 I. C. C. 
has modified its decision and order in the main and related 
cases, reported in 77 I. C. C. 473, so as to reduce the Memphis 
bridge toll from two cents to one cent. In the 1919 report on 
this case, 55 I. C. C. 515, the Commission fixed bridge tolls in 
connection with distance class rate scales, the toll for classes B, 
C, D, and E being fixed at 1.5 cents per 100 pounds. In regard 
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to commodity rate in the instant case the Commission said the 
pridge toll on a given commodity should be approximately the 
same as the toll on the class to which the commodity rate 
more nearly corresponded. ‘The commodity rate scale pre- 
scribed on face, fire, paving brick and related articles named 
in the uniform brick list prescribed in the big Brick Case, 68 
I Cc. C. 218 more nearly corresponded to the class HB scale of 
rates and, accordingly, two cents became the brick toll. Upon 
further survey of the record, Commissioner McManamy said, the 
Commission came to the opinion that its findings should be 
modified. The toll on a minimum of 60,000 it was pointed out, 
would be $12 per car’ The carriers, he said, had proposed a 
toll of only one cent. He said it also appeared that the scale 
prescribed by the Commission for application to brick was less 
than 50 per cent of the class E rate and less than one-third 
of the class B rate. The conclusion was reached that a two 
cent toll on such a heavy-loading low-grade commodity was 
too high. 

Inasmuch as the schedules published by the carriers in 
supposed compliance with the decision have been suspended in 
I. and S. No. 1848, the Commission said the toll should be made 
operative on the effective date of the suspended schedules, or 
other schedules which might be established as a result of 
that investigation and suspension proceeding. 


PULP WOOD RATES 


In a report on No. 11840, Inland Empire Paper Co. vs. Spo- 
kane International Railway Company and Director-General and 
three sub-numbers thereunder, brought by the same complain- 
ant against different groups of carriers, opinion No. 8718, I. C. C. 
603-8, the Commission found the rates on logs not applicable 
on the complainant’s shipments of pulp wood; that charges on 
certain shipments of pulp wood, from Washington and Idaho 
points to Millwood, Wash., were unreasonable and awarded rep- 
aration; and that charges on other shipments were not unreason- 
able or otherwise unlawful. 

According to the report of the Commission the allegation in 
the complaint was that the charges on several hundred ship- 
ments of “logs of white fir, spruce and hemlock of 12, 14 and 145 
foot lengths” from points in Washington and Idaho to Millwood, 
Wash., between April 29, 1917, and August 28, 1920, were illegal, 
unreasonable, unjustly discriminatory and unduly prejudicial. 
Originally the prayer in the complaints was for reparation only. 
Amended, however, they also asked for reasonable rates for- the 
future. 

Hauls from Idaho points, twenty-three in number, between 
June 1, 1917, and August 23, 1919, were over the Spokane Inter- 
national, ranging from 27 to 130 miles. Charges were collected 
at pulp wood rates, which ranged from $1 to $1.25 prior to 
August 31, 1917, from $1 to $1.50 from August 31, 1917, to June 
24,1918, and from $1.25 to $1.875 after that date As increased by 
Ex Parte 74, those rates ranged from $.565 to $2.345. Each of the 
sub-numbers covered other movements in the same detailed way 
involving in addition to the Spokane International, the Oregon- 
Washington and a branch of the Milwaukee. 


While the movement of pulp wood was taking place, the 
defendants, the Commission said, had in effect rates on logs to 
either Millwood or Spokane that were lower than those col- 
lected. Complainant contented that the shipments covered by 
the original and the first two sub-numbers were overcharged, 
as the log rates were not applied either to Millwood where pub- 
lished to the point, or to Spokane where no joint log rates 
were published. It also contented, the Commission said, that if 
the log rates were not applicable, the charges were unreasonable 
to the extent they exceeded charges which would have accrued 
at the log rates. In the third sub-number it contended, the 
Commission said, that the rates were unreasonable to the extent 
that they exceeded the log rates published by the Milwaukee to 
Spokane, plus the local pulp-wood rates of the Spokane Inter- 
national to Millwood. The Commission said it was important 
to note that the shipments covered by the third sub-number did 
not move through Spokane to Millwood. 


Log rate tariffs of the Milwaukee, the Commission said, 
provided that unless the Milwaukee received at least 50 per 
cent of the outbound movement of the products manufactured 
therefrom rates 50 per cent higher would be assessed on the 
logs inbound. ‘The tariffs of the Oregon-Washington provided 
rates on logs, not including pulp wood, and those of the Spokane 
International on saw-logs for purpose of manufacturing lumber 
and lumber products only. 

The Spokane International, when the complainant began 
operations, made rates on pulp wood the same as on cord wood. 
At that time the complainant was using pulp wood 4, 6 and 8 feet 
long. Later it began using sticks 12, 14 and 16 feet long, which 
brought them within the definition of a log given by timbermen, 
their definition, the report saying, being a piece of a tree trunk 
12 feet or more in length and not less than 6 inches in diameter 
at the small end. 

In disposing of the complaints, the Commission said the 
tates prescribed by it in Wood Rates between North Pacific 
Coast Points, 61 I. C. C. 159, were in effect on the pulp wood 
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in question and no order for the future was necessary. On the 
other issues its conclusions were as follows: 


We find that the log rates are not shown to have been applicable 
to the shipments covered by the complainants; and that the charges 
collected, except as hereinafter indicated, were not unreasonable or 
otherwise unlawful. We further find that the charges collected on 
the shipment which moved from Plummer on January 16, 1920, were 
unreasonable to the extent that they exceeded charges which would 
have accrued at the pulp-wood rate contemporaneously in effect from 
Plummer Junction to Spokane, plus $10 per car; and that the charges 
collected on shipments from points on the Metaline Falls branch of 
the Milwaukee during the period from April 29, 1917, to November 
25, 1917, inclusive, were unreasonable to the extent that they ex- 
ceeded charges which would have accrued at the rates contempo- 
raneously in effect from the same points on Lew wood not exceeding 
8 feet in length. We further find that complainant made the ship- 
ments as described and paid and bore the charges thereon; that it 
has been damaged thereby in the amount of the difference between 
the charges paid and those which would have accrued at the rates 
herein found to have been reasonable; and that it is entitled to repa- 
ration, with interest. Complainant should comply with Rule V of 
the Rules of Practice. 


NO DAMAGE SHOWN 


The Commision has cismissed No, 12864, John A. Merritt 
& Company vs. Central of Georgia et al., opinion No. 8705, 81 
I. C. C. 559-61, on a finding that the rates on coal, from Acmar, 
Ala., to Pensacola, and the handling charges assessed at defend- 
ants’ dock at Pensacola, in the year between March 1, 1920, and 
March 1, 1921, are not unreasonable. The Commission found 
that the complainant had not shown itself to have been dam- 
aged by reason of the undue prejudice alleged to have existed. 

The effort was to obtain reparation to the basis of a rate 
of $1.60 per ton applicable from Acmar to Mobile and New 
Orleans, plus the Ex Parte 74 increase and return of two cent 
handling charge. A rate of $1.90 was in effect over the route 
of movement which was, Central of Georgia to Birmingham, and 
Louisville & Nashville to destination, prior to August 26, 1920, 
and $2.875 thereafter. On about 88 carloads a wharfage and 
handling charge of two cents per 100 pounds was assessed. The 
haulage rate was reduced to $2 per ton March 1,1921. Rep- 
aration was sought to the basis of the $1.60 rate, plus the 
increase authorized in August, 1920, on a showing that the lower 
rate of $1.60 applied to Mobile and New Orleans, the latter 
on a much longer haul. 

According to the Commission’s report the $1.60 rate was not 
in effect over the Louisville & Nashville to Mobile. The rate 
over that route to Mobile was $2.30 prior to August 26 and 
$2.875 thereafter. The rate to New Orleans over the Louisville 
& Nashville was $2.70 prior to Ex Parte and $3.375 there- 
after. However, a joint rate of $1.60 applied from Group 1. mines 
on the St. Louis-San Franscisco to Birmingham and via the 
Louisville & Nashville to Pensacola. 

The ton-mile earnings of 6.69 mills to Pensacola on the $1.90 
rate, the Commission said, although greater than the ton-mile 
yielded by the rates to Mobile and New Orleans, did not appear 
excessive, 

With regard to the wharfage and handling charge of two 
cents assessed at Pensacola, the Commission said no figures 
showing actual cost were submitted. The complainant pointed 
out that coal from Group 1 mines on the St. Louis-San Fran- 
cisco was not subject to that charge, nor was coal originating 
on the Louisville & Nashville. The defendants pointed out that 
the exemption of coal from mines on the St. Louis-San Fran- 
cisco was in the period of federal control and that the exemption 
was made against the protest of the Louisville & Nashville. They 
also showed it was the custom of the carriers in that territory to 
handle coal originating on their rails without handling or 
dock charges and to impose an extra charge on coal from the 
rails of other carriers. 


ASPHALT TO KANSAS CITY 


In a report on No. 13353, American Asphalt Roof Corpora- 
tion et al. vs. Atchison, Topeka & Santa Fe et al., opinion No. 
8696, 81 I. C. C. 522-8, the Commission found the rates on solid 
and liquid asphalt, from New Orleans and Beaumont, and points 
taking the same rates, to Kansas City, not unreasonable, un- 
justly discriminatory or unduly prejudicial. The report also 
covers parts of fourth section applications Nos. 2174 and 2193, 
filed by Emerson. 

Dealing with the fourth section phase of the subject, the 
Commission, in fourth section order No. 8772, denied relief, as 
of December 1, to continue rates from New Orleans, Port Chal- 
mette, Mobile, Gulfport and points related thereto, to Excelsior 
Springs, Mo. and Chicago that are lower than those on like 
traffic to Kansas City. 

In its essence the question at issue was as to the relation- 
ship of rates from gulf ports and those from Atlantic ports. 
The asphalt from the gulf ports is that produced by the refining 
of Mexican crude oil. The asphalt from the Atlantic ports, 
generally speaking, is that obtained from the asphalt deposits 
in Venezuela. The complaint, filed in November, 1921, alleged 
the rates on solid and liquid asphalt from the gulf ports both 
east and west of the Mississippi river and New Orleans, to Kan- 
sas City, on and since March 1, 1920, were ‘unreasonable, un- 
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justly discriminatory and unduly prejudicial to the extent they 
exceeded or exceed the contemporaneous rates from New Orleans 
and Beaumont to Chicago and St. Loui. The Commission was 
asked to award reparation and prescribe just and reasonable 
rates for the future. Kansas City, as a user of asphalt, inter- 
vened in behalf of the complainants, which were manufacturers 
of prepared roofing and asphalt shingles. Their principal com- 
petitors were located at St. Louis and Chicago, and it was with 
rates to those points, the Commission said, they were concerned. 

According to the Commission the complainants contended 
that the rates from New Orleans to Kansas City should not 
have exceeded the contemporaneous rates to St. Louis or Chicago, 
but from August 26, 1920, to June 25, 1921, they sought reparation 
to the basis of a rate of 31.5 cents, which became effective on 
the day last named and was one cent less than the rate in effect 
during that period from New Orleans to Chicago and St. Louis. 

The Commission, in its report, gave a detailed history of 
the fluctuations of the rates produced by the efforts of the car- 
riers serving the gulf ports to remain on the relationship that 
existed prior to June 25, 1918, when the import rate from New 
Orleans to Chicago was made equal to the rate from Baltimore 
or Newport News to Chicago, whichever was lower. On that 
date all import rates were cancelled and the domestic rate of 26.5 
cents came into operation from New Orleans to Chicago. Sub- 
sequently that rate was realigned with the rates from Baltimore 
and Newport News, by means of a reduction to 24.5 cents. 


Then came Ex Parte 74 as another disturbing element. The 
rate from New Orleans became 32.5 cents and the Baltimore and 
Newport News rate 34.5 cents, because the eastern lines were 
given a heavier percentage increase than the southern and south- 
western. In August, 1920, the carriers, according to the Com- 
mission, departed from their policy of making the New Orleans 
rate the lowest from the eastern ports and equalized by increas- 
ing the rates from New Orleans and Newport News to 35.5 cents, 
the rate from Baltimore. Carriers serving New York found 
difficulty in competing for traffic to Chicago at a rate higher 
than that from New Orleans, so the New York rate was reduced 
to the New Orleans level. When the New York rate was reduced 
to that level, the old basis of rates from Baltimore three cents 
under New York was abandoned. The Baltimore lines met 
that cut in January, 1922, by reducing the rate to 32.5 cents. The 
New Orleans lines followed in March down to the Baltimore rate. 

“There is no doubt,” said the Commission, “that the rates 
from New Orleans to Chicago were depressed to a varying ex- 
tent during the period covered by the complaint in order to meet 
the competition of carriers serving the Atlantic seaboard. De- 
fendants do not contend that the domestic rate from New Or- 
leans prior to June 25, 1918, was depressed. If the normal rate 
of 26.5 cents on that date had remained in effect, it would have 
become 35.5 cents on August 26, 1920. 


The railroads defended the adjustment of rates to Kansas 
City higher than to St. Louis or Chicago by pointing out that a 
composite of class rates from New Orleans to Kansas City was 
130.98 per cent of a like composite rate to St. Louis and 114.87 
to Chicago, because the rates to Kansas City applied through 
higher-rated territory, and that that would be so even if the rates 
from New Orleans to Chicago and St. Louis had not been de- 
pressed by competitive forces not in play at Kansas City. The 
carriers also showed that while the class rates from Texas to 
Kansas City and St. Louis were usually the same, and lower than 
to Chicago, that relative adjustment had not generally been 
maintained on commodities produced in Texas which competed 
with similar commodities in the New Orleans group. They cited 
eleven commodities that were such exceptions, including asphalt. 
They said rates on such commodities were controlled, primarily 
by, and varied with the force of, competition between the two 
territories of origin. Prior to August 10, 1921, the rates on as- 
phalt from Beaumont to St. Louis and Chicago were higher than 
the corresponding rates from New Orleans and the same as the 
rates from Beaumont to Kansas City. On that date, for competi- 
tive reasons, the rates from Beaumont to St. Louis and Chicago 
were reduced to the basis of rates from New Orleans and so 
remained. 

The rates from Beaumont to St. Louis and Chicago have thus 
been depressed since August 10, 1921,” said the Commission, 
“by the New Orleans rates to the same points, which are, in turn 
depressed by completition with carriers from eastern ports. The 
rates from Beaumont and New Orleans to Kansas City have not 
been affected by such competition. The transportation conditions 
controlling the rates from these ports to St. Louis and Chicago 
are accordingly different from those controlling the rates from 
the same ports to Kansas City.” 


BRICK RATE TOO HIGH 

A finding of unreasonableness and an order of reparation 
have been made in No. 13252, St. Clair Brick Co. vs. Director- 
General, Grand Trunk Western, et al., opinion. No. 8708, 81 I. C. 
C., 567-8, as to a sixth class rate of 11.5 cents on eight carloads 
of brick shipped from St. Clair to Detroit, Mich., between June 
11 and August 2, 1919. The complaint alleged it was unreason- 
able to the extent it exceeded a commodity rate of $1.60 per ton 
subsequently established. The Commission found the rate un- 
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reasonable as and to the extent alleged and ordered reparation 
amounting to $209.13, with interest. 


CARRIER ERROR CASE 


A finding that the carrier’s error caused an overcharge hag 
been made in No. 13258, Webb Fuel Company vs. Director-Gen. 
eral, opinion No. 8725, 81 I. C. C., 631-3, as to a carload shipment 
of coal from Ferndale, W. Va., to Madrys Spur, N. C., made in 
December, 1918. The original billing was to Madry Siding. The 
shipment was refused because the agents on the Chesapeake & 
Ohio were not able to find a place called Madry Siding. The 
Commission called attention to the fact that the tariff showed 
Madry Spur and that the tariff itself called attention to the fact 
that “station,” “siding” and “spur” may appear in connection 
with a name in the tariff publication. The consignor revised 
the billing to read “R. J. Madry, Scotland Neck, N. C., care 
Madry Siding, N. C.” 

The Atlantic Coast Line received the car at Richmond, Va. 
For operating reasons, the Commission said, the Coast Line han. 
dled the car over the longer route rather than over the shorter 
route. The applicable rate to Scotland Neck, making $150.60, was 
applied, together with demurrage which accrued while the Coast 
Line was awaiting disposition orders and an additional charge 
to Madrys Spur, amounting to $45.09. 

The Commission said it was clear the defendant’s agents 
considered Madry Siding and Madrys Spur as one and the same 
point and that the shipment should have moved under the billing 
accepted by the defendant and that the demurrage accruing 
at Scotland Neck was due to the carrier’s error, for which the 
complainant was not responsible. It therefore directed the re. 
turn of $45.09, with interest. 


KEROSENE DISTILLATE REPARATION 


A finding of unreasonableness and an order of reparation 
against the Director-General have been made in No. 10708, 
J. F. Campion vs. Director-General, Atchison, Topeka & Santa Fe 
et al., opinion No. 8704, 81 I. C. C. 557-8, as to a rate of 67 cents 
on three carloads of kerosene distillate shipped in March and 
April, 1919, from Wichita Falls, Texas, to Drumright, Okla. The 
Commission said the shipments were overcharged, the rates, fifth 
class, being 60 cents via one route and 66.5 cents via another. 
But is said the applicable rates were unreasonable to the extent 
they exceeded 22.5 cents and ordered reparation to that basis. 
The present rates, the Commission said, were in accordance with 
the decisions involving rates in that section. 


FUEL OIL REPARATION 


Reparation to the basis of correct rates as admitted by the 
Director-General has been awarded in No. 13607, Central Refining 
Co., Inc., vs. Director-General, opinion No. 8715, 81 I. C. C. 597-8, 
on shipments of fuel oil, from Lawrenceville, Ill., to Depew, N. Y., 
the latter within the switching limits of Buffalo, which moved 
between July 2 and October 2, 1918. The Director-General, in 
a special docket case, the Commission said, admitted the rates 
under attack in this case were published in error and made 
reparation. In this case the Commission found the rates unrea- 
sonable to the extent they exceeded 25.6 cents prior to August 
10, 1918, and 25 cents after that date. 


WASTE PAPER COMPLAINT 


The Commission has dismissed No. 13651, Grimes & Fried 
man vs. Atchison, Topeka & Santa Fe, opinion No, 8702 81 
I. C. C., 552-4, on finding that the rates on waste paper, from 
Salt Lake City and Denver to San Francisco and from Salt 
Salt Lake City to Chicago are not unreasonable or otherwise 
unlawful. The complaint alleged they were unreasonable and 
unduly prejudicial. The evidence, the Commission said, related 
only to unreasonableness. The rate from Salt Lake City to San 
Francisco under attack is 35.5 cents. It also applies on rags, 
a more valuable commodity than the waste paper, chiefly news 
papers, shipped to San Fransco to be made into paper board. 
The complainant suggested that that difference in value should 
be reflected in a difference in rates and asked for a rate of 
30 cents. The commission said there was no competition 
between waste paper and rags and that the practice of making 
rates on waster paper lower than those on rags did not appeal 
to be not general. It said that even if it were, it would not 
necessarily follow that a spread should be created in the instant 
ease by reducing the rate on waste paper. 


PULP WOOD REPARATION 

A finding of unreasonableness and an award of repara 
tion have been made in No. 13338, International Paper Co. V5. 
Director-General, New York Central et al., and No. 13369, Same 
vs. Same, opinion No. 8701 I. C. GC. 549-51, as to rates on pulp 
wood, from Raquette Lake and Eagle Bay, N. Y., to Corinth, 
N. Y. The shipments moved in January and February, 1918. 
The Commission said the rates were unreasonable to the 
extent they exceeded $4.83 per cord. That was a rate of $3.58 
per cord established January 10, 1918, increased in April of that 
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year by 15 per cent. The Commission said the complainant 
desired reparation to the basis of that $3.68 rate. 


NO CARRIER SERVICE PERFORMED 


The Commission, with Commissioner Cox dissenting, has 
dismissed No. 12505, Grasselli Chemical Company vs. Director- 
General, and Central Railroad of New Jersey, opinion No. 8706, 
g1 I. C. C. 562-4 on a finding it had no jurisdiction over the 
reasonableness of a charge of fifty cents per ton for the use of 
the motive power, cars and crew of the railroad company in 
ithe intra-plant movement of coal and coke over the plant 
tracks of the complaining company at Grasselli, N. J. between 
June 25, 1918 and January 15, 1919. On the last mentioned 
day the charge was reduced to twenty cents per ton. Repara- 
tion to the basis of the subsequently established rate was 
sought, on the complainant’s allegation that the fifty cent rate 
was unreasonable. ‘The fifty cent rate was applied only on coal 
that had been unloaded from the cars. The charge for intra- 
plant movement of coal that had not been unloaded from the 
ears was fifteen cents per ton, gross or net, as rated. Prior to 
June 25, 1918, the tariff did not differentiate between coal that 
had been unloaded and coal that had been held in the cars. 
Loading and unloading was done by employees of the chemical 
company. 


In connection with a description of the service the Com- 
mission said transportation had ended when the cars were de- 
livered and unloaded at the stock piles. There was no connec- 
tion between the transportation to the plant and the subse- 
quent furnishing of cars, power and crew for the intra-plant 
movement over the complainant’s rails, In disposing of the 
case the Commission said: 


Upon the facts of this case the existence of the tariff pro- 
visions is immaterial. The furnishing of the cars, locomotive 
and crew to complainant did not make the act performed a 
service of common carriage merely because the owner was a 
common carrier or because at other times and places the same 
equipment was used in common carriage. The movement of 
these cars was a part of the operation of complainant’s plant, 
and by the employment of defendant’s equipment and crew in con- 
nection with such plant operation complainant was merely round- 
ing out, for the time being, a plant facility. The character of the 
transaction was not changed by attempting to provice a charge 
in the manner prescribed in the eT gtr act. Crane 
Iron Works vs. C. R. R. Co. of N. J., eS cS. os4, 519; Manu- 
facturers Ry. Co. vs. St. L., I. M. & S. rn 21 Cc. C., 304, 
316; Manufacturers Ry. Co. ‘vs. United wiles 246 tu ‘s., 457, 496. 
Defendant was under no legal duty to furnish equipment or ser- 
vices for this intraplant movement, and if he chose to do so the 
charge was a matter of contract. Certain-Teed Products Corp. 
vs, C.. R. I. & P. Ry. Co., 68 I. G& C., 260, 262. 

Section 206 (c) of the transportation act, 1920, covers— 

“Complaints praying for reparation on account of damage 
claimed to have been caused by reason of the collection * 
during the period of Federal control of * * * eharges * * * 
(including those applicable to * * * intrastate traffic) which 
were unjust, unreasonable * * * or otherwise in violation of 
the Interstate Commerce Act, * * #? 
but does not give jurisdiction over every charge made by defend- 
ant. The purview of that act, carried over to intrastate transac- 
tions during Federal control, did not include the transaction here 
considered any more than it would now if a State line were 
en in going from stock pile to point of use, both within the 
plant. 

Complainant contends that the service performed should be 
considered as a secondary delivery not separable from the line 
haul of the freight, but we incline to the view that the line-haul 
movement was definitely ended by delivery and unloading of the 
coal upon complainant’s stock piles and its incorporation therein 
with the balance of complainant’s supplies of fuel. Complain- 
ant’s references to our jurisdiction over terminal warehouses 
whose facilities are available to the general shipping public 
have litle bearing upon the situation now before us. 

We find that we are without jurisdiction to determine the 


ale il aateae of the rate assailed. The complaint will be dis- 
missed. 


PIG TIN DAMAGE AWARD 


The Commission has awarded reparation on account of 
an unreasonable rate on pig tin in No. 14032, N. & G. Taylor 
Company, Inc., vs. Director-General, Leghih Valley, et al., opin- 
ion No. 8732, 81 I. C. C. 663-5. The complaint, as amended, alleged 
the rate of 30 cents on 12 carloads of pig tin shipped from 
Perth Amboy in 1919 to Cumberland, Md., was unreasonable to 
the extent it exceeded 21 cents and asked for reparation. 

Charges were collected at the applicable rate over the 
route of movement, Lehigh Valley, Philadelphia & Reading and 
Western Maryland, which was also in effect via all other 
routes. Prior to the movement the complainant asked for a 
lower rate. Effective February 29, 1920, a commodity rate of 
21 cents was made operative over two routes, but not over the 
route of movement. That route, the Commission said, was the 
short one. No explanation, it said, was offered for not estab- 
lishing the 21 cent rate over the route of movement, over which, 
it said, the class rate was still applicable. 


At the hearing in December, 1922, the complainant asked 
bermission to substitute Director-General Davis for John Bar- 
ton Payne, his predecessor in office, against whom the com- 
Dlaint was filed; to eliminate the allegations of violations of 
Sections 2 and 3, and to amend the complaint in the amount 
of reparation asked, from a 22-cent basis to the basis of 21 cents. 
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The Director-General, the Commission said, opposed the 
amendments on the ground, first, that the substitution of 
Director-General Davis for John Barton Payne was not within 
the statutory period, and that the proper carriers had not been 
named as parties defendant; second, that the claim for a 
greater amount of money than was claimed by the original 
complaint enlarged the issues raised by the original complaint; 
and that the elimination of sections 2 and 3 removed the only 
possible grounds on which the complainant might be awarded 
reparation. 

In disposing of those contentions the Commission said Mr. 
Davis had duly filed an answer admitting he was the agent 
exercising the powers vested in him and John Barton Payne, 
his predecessor. It also said there was duly filed in the record 
herein a copy of the Commission’s order of April 4, 1921, sub- 
stituting James C. Davis, as agent, by his consent and at his 
request, for John Barton Payne in all proceedings which were 
pending at the termination of federal control or which might 
thereafter be filed with the Commission as provided in sec- 
tion 206 of the transportation act, 1920. 


“The agent designated by the President is the only neces- 
sary party defendant in a case which seeks only reparation,” 
said the Commission. In further support of its overruling of 
the contentions of the Director-General against permitting the 
amendments, the Commission quoted from its report in Nollen- 
berger vs. M. P., 15 I. C. C. 596, in which it said the Commis- 
sion was an administrative body created to effect substantial 
justice in the matters under its control and not bound or 
limited by the strict rules of pleading and “in our view the 
actual damage sustained is a matter for determination by the 
Commission from the facts before it.” 

In this case it said there was no merit in the Director- 
General’s objections and the amendment to the complaint there- 
fore, properly, were allowed. 

The finding was that the 30 cent rate was unreasonable to 
the extent it exceeded the subsequently established rate of 21 
cents and awarded reparation to that basis. 

Among the contentions of the Director-General was one 
based on the value of the commodity, namely, from $25,000 to 
$40,000 per carload, with an average of about $29,000. On that 
point the Commission said that value was not the only factor to 
be considered in making rates. It said the commodity in ques- 
tion loaded heavily, was not subject to damage in wrecks, the 
loss and damage claims were negligible and that in 31 years 
the complainant had not filed any claims for loss or damage 
in transit. It said the rate and earning comparisons were as 
between points not related to the destination in question and 
on commodities not shown to be comparable to pig tin in a 
transportation sense. The 21 cent rate, it also said, was one 
made in proper relation to the Pittsburgh rate. 


ZINC BY-PRODUCTS RATES 


In a report on further consideration of No. 13508, B. Lissber- 
ger & Company et al. vs. Pennsylvania et al., opinion No. 8727, 
81 I. C. C. 645-8, the Commission found the interstate rates on 
zine by-products, that is, dross, ashes, residue and skimmings 
and sal-ammoniac skimmings, between points in Massachussetts, 
Connecticut, New York, New Jersey, Pennsylvania, West Vir- 
ginia, Ohio, Indiana, Kentucky and Missouri, on the lines of 
the defendants unreasonable to the extent they exceeded 
85 per cent of sixth class or, the rates on zinc in instances where 
the rates on zine were lower than such percentage of the class 
rate. It awarded reparation to that basis on shipments that 
moved between March 1, 1920, and July 18, 1923. Its award runs 
to instances in which the Eagle.Smelting & Refining Works or 
the Trenton Smelting & Refining Works were shown as the con- 
signors, because, as the Commission said, the first mentioned 
was the registered trade name of the complaining co-partners 
and the second was entirely owned and exclusively operated by 
the co-partners, who also financed it. The Commission said the 
payment of freight charges on shipments to Trenton made by 
the Trenton works were made on behalf of the complainants 
and the Trenton works were reinbursed by them. 

The former report was made in 78 I. C. C. The first hearing 
was stopped when the defendants offered to establish rates not 
higher than 85 per cent of the contemporaneous sixth class rates, 
except in instances in which the existing commodity rates were 
lower than that percentage of the class rates. In such instances 
they proposed applying the zinc rates on the by-products also, 
the Commision said. They began revising the rates in ac- 
cordance with that offer in December, 1922, and completed it 
to the satisfaction of the complainants in July, 1923. 

Metals moved from points in Montana, Utah, and Colorado, 
vis Pacific coast ports and the canal, said the report, to trunk- 
line and central territories. Therefore it said, the defendants 
contended the competitive influence had tended to”™make the 
rates on zinc subnormal. Wherefore they argued that 85 per 
cent of such zine rates would not be reasonable for application 
to the analogous by-products, although they were of lesser value. 
The Commission said the rate statement made by the carriers 
as of July 1, 1922, from points in Pennsylvania to New York, 
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Trenton, Philadelphia and Baltimore, showing all the rates to 
have been subject to the eastern-seaboard differentials, did not 
indicate subnormality of the zinc rates. It said the record did 
not show a basis for finding that the rates on the other metals 
used for comparison were also submormal. 

According to the Commission’s report, the defendants real- 
ized that the complaint had merit and adjusted the rates, but 
contended that the reduction was voluntary and constituted a 
general readjustment, neither of which was normally a basis for 
reparation. The Commission said, however, that the proposal 
to establish future rates on the basis hereinbefore set forth 
was not made until the complaint had been partially heard. 


REPARATION ON COPRA 


A finding of unreasonableness and an award of reparation 
have been made in No. 1659, Gorgas-Piere Manufacturing Com- 
pany vs. Director-General, opinion No. 8730, 81 I. C. C. 657-8 
as to a rate of $1.125 on imported copra, applied on 40 carloads 
of that commodity between July 5 and August 26, 1918, shipped 
from San Francisco, Seattle and Tacoma to Philadelphia. On, 
the authority of the finding in Procter and Gamble vs. Director- 
General, 57, I. C. C. 465, the Commission held the $1.125 rate 
unreasonable to the extent it exceeded the rate of 85 cents 
subsequently established, and awarded reparation to that basis. 
It said the contentions of the parties in this case, in every re- 
spect, were similar to those made in the authoritative case. 


OVERCHARGE TO BE REFUNDED 


Refund of overcharges has been directed in a report on No. 
13928, Aluminum Company of America vs. Director-General, opin- 
ion No. 8716, 81 I. C. C. 599-500 on eighteen carloads of book tile 
shipped from Mackville, Ind., to Maryville, Tenn. The complaint 
alleged the rate charged on shipments that moved between June 
25 and December 31, 1918, was unreasonable and demanded rep- 
aration. Book tile is used in covering the steel beams in a 
roof of a building to form the base for the exterior roof material. 
The prayer was for reparation to the basis of a subsequently 
established combination of $1.80 per ton to the Ohio River and 
20 cents per 100 pounds beyond, equal to a through rate of 29 
cents. At the time of the movement the rate, the Commission 
said, was equal to 32 cents per 100 pounds. The Director-General 
assessed charges at a rate equal to 39.5 cents, the Knoxville 
combination. 

Tender of money equal to the overcharge was made May 10, 
1922, but refused. The Commission said the rate assessed was 
not unreasonable but it was in excess of the applicable com- 
bination. In view of the tender, the Commission said the inter- 
est on the overcharge should not run beyond May 10, 1922, the 
day the tender of return of the overcharge was made, 


PETITIONS FOR REHEARING, ETC. 


The Atlantic Coast Line and Seaboard Air Line have filed 
a supplemental petition for rehearing in No. 11947 and Sub. No. 
1, Armour & Company vs. Central of Georgia et al. The sup- 
plemental petition was filed in addition to the petition filed on 
behalf of all the defendants. In their petition the Seaboard 
and the Coast Line asked the Commission to vacate or post- 
pone the effective date of its order. They also asked that the 
order be modified so as not to require the establishment of any 
mileage scale from points in the Florida peninsula, but to 
authorize them to construct their rates from interior Florida 
points by the combination of reasonable proportionals or scales 
from interior Florida points to Jacksonville, with whatever pro- 
portionals may be determined to be reasonable for application 
from Jacksonville to final destination. 

Stating that the Commission’s decision was not served 
until more than three years after the taking of testimony, 
during which time circumstances and conditions had changed 
materially, the Pittsburgh, Chartiers & Younghiogheny Railway, 
Pittsburgh & Lake Erie Railroad, and the Pennsylvania Rail- 
road, defendants in No. 11275, Carnegie Steel Company vs. 
Director-General et al., have asked the Commission to grant a 
rehearing and reargument in that case. The petition also called 
attention to the fact that the decision was rendered by division 
8 of the Commission, consisting of Commissioners Hall, East- 
man, and Campbell, with Commissioner Eastman dissenting; 
and to the fact the Commissioner Campbell was not a member 
of the Commission at the time the case was orally argued. 

Estimating that at least sixty days’ additional time will be 
required to complete the work of computing distances and rates 
called for by the Commission’s order, the defendants in No. 
12068, Wilson & Company, Inc., of Oklahoma et al. vs. Director- 
General et al., and affiliatted cases, have asked the Commission 
to modify its order so that the rates prescribed therein may 
become effective November 24, on fifteen days’ notice, instead 
of September 24. 

The E. I. DuPont de Nemours & Company, complainant in 
No. 11895, E. I. DuPont de Nemours & Company vs. Director- 
General, has asked the Commission to modify its order in 
that case so as to definitely fix the first class rate (on crude 
anthracene, in bags) as the legal applicable rate and to direct 
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the defendant to refund any overchanges that might have been 
collected based on a rate higher than first class. 

The Kansas City Millers’ Club, interveners, have asked the 
Commission to grant further hearing and argument in No. 13033, 
Atchison Board of Trade et al. vs. A. T. & S. F. et al. 

Reargument and reconsideration before the full Commis- 
sion has been asked by the defendants in No. 13107, The 
National Live Stock Exchange vs. A. T. & S. F. et al. 

Alleging there was no evidence in the record upon which the 
decision could be predicated, the Chamber of Commerce of the 
City of Milwaukee and the Board of Trade of the City of Chi- 
cago have asked the Commission to reopen No. 13033, Atchison 
Board of Trade et al. vs. Santa Fe et al., for rehearing and 
reargument. 


COMMISSION ORDERS 


The Western Petroleum Refiners’ Association was permitted 
to intervene in No. 14953, A. B. A. Oil Co. et al. vs. A. T. & 
S. 2. et al. 

Permission was given The Sugarland Industries to inter- 
vene in No. 14781, Sub. No. 2, Hale-Halsell Co. vs. A. G. S. etal. 

The Commission authorized the Fifth & Ninth Districts 
Coal Traffic Bureau to intervene in No. 14855, The Colorado & 
New Mexico Operators’ Association vs. D. & R. G. W. et al. 

The Western Petroleum Refiners’ Association was permitted 
to intervene in No. 14750, The North Platte Light & Power Co. 
vs. A. T. & S. F. et al. 

The western Petroleum Refiners’ Association was permitted 
to intervene in No. 15059, Harrisonville Brick & Tile Co. vs. 
Missouri Pacific et al. 

The Texas Portland Cement Company was permitted to 
intervene in No. 14914, Oklahoma Portland Cement Co. vs St. 
L-S. F. et al. 

The order in No. 13033, the Atchison Board of Trade et al. 
vs. A. T. & S. F. et al., was modified so as to become effective 
October 20 instead of September 20. 

The White Eagle Oil and Refining Company was permitted 
to intervene in No. 14890, The Haydite Co. et al. vs. Santa 
Fe et al. 

Permission was granted the Miller Petroleum Company to 
intervene in No. 14995, Phillips Petroleum Company vs. Santa 
Fe et al. 

The petition of defendants for postponement of the effec- 
tive date of the order in No. 13215, Arkansas Jobbers & Man- 
ufacturers Association vs. C. R. I. & P. et al., was denied. 

The Bartlett-Collins Glass Company was permitted to in- 
tervene in No. 14178, Liberty Glass Company vs. Missouri 
Pacific et al. 

The Commission has modified its order in No. 13406, Cor: 
poration Commission of Oklahoma vs. Arkansas Railroad et al., 
by providing that the publication in the tariffs of the distances 
scales prescribed will be temporarily regarded as sufficient com- 
pliance with the order, and that the computing and publishing 
of group rates as indicated in the report will be postponed, to 
become effective November 26 on 15 days’ notice. 


RATES ON COTTONSEED 


The Trafic World Washington Bureau 


Revision of rates on cottonseed in accordance with a mile 
age scale set forth in the report, not later than October 20, 
has been ordered in No. 11848, Apache Cotton Oil & Manufactur- 
ing Co. vs. Director General, Arkansas Western et al., from 
points in Arkansas and Louisiana to Chickasha, Okla., on a find- 
ing of unreasonableness from October 1, 1917, and onward. 
The rates were found unreasonable to the extent that they ex- 
ceeded rates for like distances from Shreveport, and points 
in Texas, for distances up to 360 miles plus one cent, prior 
to June 25, 1918; 1.5 cents from June 25, 1918, to August 26, 
1920; and two cents thereafter, for each additional fifty miles 
or fraction thereof, distances to be computed in the same man- 
ner as under the Shreveport scale. The Commission said the 
rates would be unreasonable for the future to the extent that 
they exceeded rates, on a forty thousand pound minimum, made 
on a scale beginning with 12.5 cents for distances of seventy 
miles and not more than eighty and ending with 39 cents for 
distances of 700 miles, with two cents added for distances up 
to 230 miles, and smaller additions up to 525 miles for multiple 
line hauls and no differences beyond that. 


MEMPHIS-SOUTHWESTERN CASE 


The New Orleans Joint Traffic Bureau has applied to the 
Commission for a modification of its order in No. 9702, Memphis- 
Southwestern Investigation, 77 I. C. C., 473, as it applies to “bags, 
burlap, cotton, gunny and jute, straight or mixed carloads, 
minimum weight, 30,000 pounds.” The applicant desires the 
establishment, for temporary use, of a scale beginning with 11 
cents for a haul of 5 miles or less and ending with 71 cents for 
distances over 800 miles. The scale proposes the addition of 
two cents for multiple-line hauls up to distances of 300 miles, 
1 cent up to 500 miles, and no difference for distances in excess 
of 500 miles. It also proposes that the Memphis bridge tolls 
shall be 2 cents. 
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Tentative Reports of the Commission 


ASBESTOS REFUSE RATES 


In a proposed report on No. 14233, Cutler-Hammer Manu- 
facturing Company vs. Director-General, Grand Trunk of Canada, 
et al, Examiner Chester E. Stiles said the Commission should 
say the applicable rates were collected on shipments of asbestos 
refuse from Sherbrooke, Que., to Milwaukee, which originated at 
Thetford Mines, Que. He also said the Commission should find 
the applicable rate on one shipment of asbestos refuse moving 
since federal control unreasonable, but deny reparation because 
no competent evidence was offered on the question of the 
bearing of the charges. He said the Commission should find un- 
reasonable the present rate on asbestos fibre from Sherbrooke 
to Milwaukee, on traffic from Thetford Mines, as and when ap- 
plied to asbestos refuse. He said it should find a reasonable 
rate on that refuse traffic should not exceed the contempor- 
aneous rate on asbestos plaster or finish, and that the American 
carriers should be required to maintain such an adjustment so 
long as they publish or concur in rates applicable on such 
traffic from and to the points involved. 

The complaint alleged the rates on refuse in September and 
December, 1918, during 1919, and since October 1, 1920, were 
and are unreasonable, unjustly discriminatory and unduly pre- 
judicial to the extent they exceeded and exceed the commodity 
rates applying on asbestos sand. It askéd for reasonable rates 
for the future and reparation. Fourteen shipments, all but one 
moving while the railroads were under government control, 
were covered in the complaint. Informal complaint as to twelve 
of the shipments was filed February 25, 1921. It alleged over- 
charges only. The examiner said that unless the refunds sought 
might be made as straight overcharges, the claims covering the 
twelve shipments were barred. The other shipment, made in 
1919, the examiner said, was barred. It moved in 1919, and was 
not included in the informal claim. 

The question of the applicability of the rates imposed arose 
from the fact that in September, 1922, the Quebec Central issued 
a circular to agents telling them how to ascertain what rate to 
apply on different kinds of asbestos. Under that test, the Quebec 
Central, after September 20, 1922, billed the stuff shipped as 
asbestos sand. The complainant asserted that if it was sand in 
1922, it was sand in the earlier shipments, as it had contended 
when it filed its informal claim. ‘The examiner said it was 
a well settled principle that commodity rates might not be 
applied by analogy. Without attempting to determine what 
effect should be given to the Quebec Central circular, Stiles said 
the Commission should find that the asbestos fibre rates applied 
from Sherbrooke to Milwaukee. 

Complainant, the examiner reported, did not allege that the 
fibre rate was unreasonable per se, as applied to asbestos 
refuse, but contended it was relatively unreasonable to the ex- 
tent it exceeded the sand rate. 


Owing to the fact that the case was out of the ordinary and 
that any order the Commission might issue could run only 
against the American carriers, Stiles suggested the form of 
order to be issued, the effect of which would be, according to its 
tenor, to require the American carriers, so long as they publish, 
or concur in rates applicable to asbestos refuse from Sher- 
brooke to Milwaukee, originating at Thetford Mines, to establish 
and maintain them on a basis no higher than found in 
the report to be reasonable; and that they bring their tariffs 
into conformity with this order on or before a day to be 
specified on not less than 30 days’ filing and posting as re- 
quired by section 6. 


MILEAGE SCALE FOR HORSES 


Assistant Chief Examiner Charles F. Gerry, in a report 
on No. 13001, Chamber of Commerce of Kansas City vs. Alexan- 
dria & Western et al. has recommended a finding that the 
rates on horses, mules, asses and borros, from Kansas City, to 
points in Texas and Louisiana are unjust, unreasonable and 
unduly prejudicial to the extent they exceed a scale set forth by 
him in an appendix to his report. The scale recommended by 
him, his report says, is based on the Class C scale provided for 
in the Memphis-Southwestern Investigation, 55 I. C. GC. 515. 
It extends up to 600 miles. For distances in excess of 600 miles, 
he said 6.5 cents should be applied for each additional 100 miles. 
The scale is for single-line application with the provision that 
for multiple-line hauls 3.5 cents should be added up to 500 
miles with nothing added after that. The proposed scale, which 
takes into consideration the reductions of July 1, 1922, begins 
with 11 cents for the first five miles or fewer, is 27.5 at 100 
etna at 200, 51 at 300, 59.5 at 400, 65.5 at 500 and 72.5 at 

miles. 


The complaint alleged the rates were unreasonable, unjustly 








discriminatory, unduly preferential and in violation of the 
aggregate of the intermediates. Gerry said the testimony in 
support of the allegation of unjust discrimination under section 
2 did not warrant such a finding and did not seem necessary 
to consider it in detail. The complaint, he said was against 
the assessment of class A rates from Kansas City, while com- 
petitors in the southwest had the benefit of the lower Shreve- 
port scale and those shipping northbound had commodity rates 
much less than the class rates southbound from Kansas City. 
Gerry said that a comparison of rate exhibits showed the rates 
for hauls other than from Kansas City southbound were much 
lower. No effort, he said, was made to justify the fourth section 
departures and that in view of his recommendation of a scale, 
he said, it was not necessary to consider them, because rates 
made in accordance with the scale would be free from such 
disregard of the law. 


COFFIN STOCK RATES 


In a report under the shortened procedure plan on No. 14736, 
Wichita Board of Commerce et al. vs. Atchison, Topeka & 
Santa Fe et al., Examiner Harris Fleming said the Commission 
should find the rate charged on carload shipments of so-called 
coffin stock, from Sania Clara, Calif., to Wichita, Kans., was 
authorized by the tariffs but that the rate so charged was un- 
reasonable to the extent it exceeded the present rate. He said 
reparation should be awarded. The complaint was that the 
rates were unauthorized and that they were unreasonable to 
the extent they exceeded or exceed the corresponding rates on 
lumber, It asked for reparation on four shipments which moved 
between March 5, 1921, and December 23, 1921. The Western 
Classification definition of coffin stock was “consisting of built- 
up or combined wood, bent or straight, including built-up wood 
veneered, except built-up woods any part of which is made of 
black walnut, cherry, holly or foreign woods. The coffin stock 
moving from California was derived from redwood. The ex- 
aminer said the rate should be held unreasonable to the extent 
it exceeded the present rate of 80 cents. He said the record 
did not warrant an order broadening the classification descrip- 
tion of coffin stock nor requiring the maintenance of a rate 
lower than 80 cents on coffin stock not conforming to the 
classification description. 


COAL RATES NOT UNREASONABLE 


Examiner F. W. McM. Woodrow has recommended the dis- 
missal of No. 13845, Gottlieb Bertsch Company et al. vs. Direc- 
tor-General, on a finding that rates on coal which moved during 
federal control, between points within Indiana, were not un- 
reasonable. The complaint was filed by coal dealers in Indi- 
ana. They alleged the rates on coal from Indiana mines to 
Indiana destinations were unreasonable and therefore in viola- 
tion of section 1 of the interstate commerce act and of section 
10 of the federal control law. The complainants alleged the 
increases resulting from General Order No. 28 resulted in in- 
jury to them because their coal was sold at a price fixed by 
the Fuel Administration and that the price did not reflect the 
increased freight rates. Woodrow said no testimony other than 
that was presented by the complainants and that the record 
did not show they had paid or borne the charges. He said the 
rates paid earned from 4.8 to 11.1 mills per ton-mile for joint 
line hauls of from 418 to 193 miles. He said the majority ap- 
peared to have earned from 5.5 to 6.5 mills for hauls from 325 to 
250 miles. On that record he said the Commission should hold 
the rates charged not unreasonable. 


FUEL WOOD CASE DISMISSED 


An order of dismissal has been recommended by Examiner 
I. L. Koch in a report on No. 14172, Hawkeye Fuel Co. et al. vs. 
Spokane & Eastern Railway & Power Co. et al., on a finding 
that the rates on fuel wood, from Garwood, Gibbons and Fox 
Spur, Ida., to Spokane, are not unjust or unreasonable. 





DRIED HIDES AND SHEEP PELTS 


Examiner Chester E. Stiles has advised the Commission to 
dismiss No. 14839, Charles Friend & Company vs. Chicago, Bur- 
lington & Quincy et al., on a finding that the rates applicable 
on dried hides and sheep pelts, carloads, from various points 
in Montana to Chicago, during 1922, were not unreasonable. 
The allegation was that the rates on 14 carloads, shipped 
between June 14 and September 20, 1922, were unjust and un- 
reasonable in so far as they exceeded the contemporaneous rates 
on like traffic from north coast Pacific terminals, including 
Seattle, to Chicago as well as being in violation of the long- 
and-short haul part of the fourth section. The examiner said 




















































































































































































it appeared the rates from the coast points were depressed 
by water competition and that the record was not sufficient 
to warrant an order requiring the maintenance of joint com- 
modity rates because the volume of traffic was not sufficient. 
He said this record was more complete than the one in North- 
western Leather Co. vs. Director-General, 69 I. C. C. 425, in 
which the Commission made a finding of unreasonableness and 
prescribed rates for the future. The fourth section departure, 
he said, had been removed. 


REPARATION ON COLEMANITE 


An award of reparation has been recommended by Examiner 
E. L. Gaddess in a tentative report on No. 14395, West End 
Chemical Company vs. Los Angeles & Salt Lake et al., on a pro- 
posed finding that a shipment of one carload of colemanite from 
St. Thomas, Nev., to West End, Calif., was misrouted and that 
the rate charged was unreasonable. The commodity shipped 
was billed as crude borax and moved over the Los Angeles 
& Salt Lake, the Southern Pacific and the Trona Railway. 
Charges were collected at the applicable combination fifth- 
class rates amounting to $2.8314. Combination fifth-class 
rates amounting to $2.54 were contemporaneously applicable 
from St. Thomas via a shorter route. Defendants admitted 
the shipment should have moved. over the shorter route. Subse- 
quent to shipment a joint commodity rate of 36 cents was 
established over the shorter route. The examiner recom- 
mended that the Commission find the rate of $2.54 in effect 
over the shorter route unreasonable to the extent that it ex- 
ceeded 36 cents. 


RATES ON NITRATE OF SODA 


Attorney-Examiner John McChord in a tentative report on 
No. 14553, New Orleans Joint Traffic Bureau vs. Alabama & 
Vicksburg et al., has recommended that the Commission hold 
unreasonable and unduly discriminatory rates on nitrate of 
soda from New Orleans and sub-ports to points in Arkansas to 
the extent that they exceed the fertilizer rates. The attorney- 
examiner said it was shown by the record that ntirate of soda 
was not only extensively used as an ingredient in the manu- 
facture of commercial fertilizers but that it was also used in 
the manufacture of powder and other explosives. The record 
showed that the commodity rates on nitrate of soda between 
New Orleans and many points in southwestern Arkansas were 
the same as the rates on fertilizer from and to the same points. 
The attorney-examiner said he could see no valid reason for 
extending the fertilizer rate on nitrate of soda from New 
Orleans and sub-ports to portions of Arkansas and withholding 
it from other points. 


NEWSPRINT COMPLAINT DISMISSED 


Examiner Harris Fleming has recommended the dismissal 
of No. 14666, Jackson Traffic Bureau, for Daily Clarion Ledger, 
vs. Alabama & Vicksburg et al., on a finding that the rate 
charged on a carload of newsprint paper from Corinth, N. Y., to 
Jackson, Miss., in April, 1921, was not shown to have been 
unreasonable nor did the record afford proof of damage to com- 
plainant by reason of the relative adjustment against which 
complaint had been made. The complainant compared rate 
exacted to Corinth with the rates to Vicksburg, Rosedale and 
Greenville, Miss., and Vidalia, La., to show why the rate to 
Corinth should be condemned. 


CLAIM ABANDONED 


Examiner M. H. Konigsberg has recommended the dismissal 
of No. 14745, West Cache Sugar Company vs. Director-General, 
on a finding that the claim of reparation, not presented formally 
within the period allowed by the act after notice to complainant 
that the claim could not be adjusted informally, had been aban- 
doned. The complainant alleged that the rate on a carload of 
sugar shipped by it in November, 1919, from Cornish to Ogden, 
Utah, was unreasonable, unduly prejudicial and in violation of 
the aggregate of intermediates rule of the fourth section. The 
claim was presented to the Commission informally in February, 
1921. The claim could not be settled informally and the com- 
plainant was so notified September 12, 1922. No formal claim 
was filed within the six months allowed for such action, hence 
the recommendation. The claim was filed more than six 
months after the service of that notice. 


ANTHRACITE RECOMMENDATIONS 

In a report on No. 14334, City of Newport News, Va., 
vs. Baltimore & Ohio et al., Examiner Harris Pleming recom- 
mended, on a complaint assailing the group rate on prepared 
sizes of anthracite, from mines in Pennsylvania to Newport 
News, that the Commission hold that excepting the rate ap- 
plicable by way of Cape Charles, Va., which should not exceed 
the rate contemporaneously maintained via Richmond, Va., the 
rate assailed was not unreasonable but that the relative ad- 
justment was unduly prejudicial to Newport News and unduly 
preferential of Norfolk and Richmond. He said the undue 
preference should be removed by the establishment of a joint 
rate to Newport News not in excess of $3.91 per gross ton, 
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applicable by way of the routes through Richmond and Cape 
Charles. He said that appropriate fourth section orders should 
be entered, but that in view of the defendants’ former willing- 
ness to establish the Suffolk rate of $3.91 by way of both routes 
to Newport News, no further order appeared necessary. 


REPARATION ON COTTON 


A finding of unreasonableness and an award of reparation 
on two carloads of cotton seed from Vernon, Tex., to Chicka- 
sha, Okla., has been recommended by Examiner Fred N. Oliver 
in a report on No. 14365, Prairie Cotton Oil Company vs. Chi- 
cago, Rock Island & Pacific et al. The shipments were made 
in September, 1921. They were unrouted. Charges were col- 
lected at the applicable combination rate of 41.5 cents. Con- 
temporaneously a specific commodity rate of 20.5 cents was in 
effect over the route of movement on cotton seed meal and 
cake. The examiner said the Commission should find the com- 
bination unreasonable to the extent it exceeded a rate of 23 
cents, which is the rate now in effect under the scale between 
Shreveport and Texas points. 


RATES ON CRUSHED STONE 


Examiner E. L. Beach has recommended an award of repara- 
tion in a tentative report on No. 14496, Lockport Paper Company 
vs. Western Maryland et al., on a proposed finding that rates 
charged on crushed stone from the Gladhill district, Pa., to 
Lockport, N. Y., were unreasonable to the extent that they ex- 
ceeded $2.60 per ton prior to August 26, 1920, and $3.64 subse- 
quent to that date. The examiner said the applicable sixth-class 
rate of 20.5 cents per 100 pounds was charged on the shipments 
that moved prior to August 26, 1920, and 28.5 cents on those 
moving thereafter. The complainant sought reparation to the 
basis of a commodity rate of $3.64 per ton, established April 19, 
1921, for the shipments that moved subsequent to August 26, 


1920, and $2.60 per ton for the shipments moving prior to that 
time. 





RATES ON BITTERWOOD LOGS 


An award of reparation has been recommended by Examiner 
Paul O. Carter in a tentative report on No. 14656, Murray & 
Nickell Manufacturing Company vs. Director-General, as agent, 
on a proposed finding that rates of 48 cents and 46 cents charged 
for the transportation of 18 cars of bitterwood logs from New 
York, N. Y., Long Dock, N. J., and Port Richmond, Pa., to South 
Elgin, Ill., in 1918 and 1919, were unreasonable to the extent 
that they exceeded rates of 40 cents from New York and Long 
Dock and 38 cents from Port Richmond. The rates charged 
were the applicable fifth-class rates. Effective December 31, 
1919, the rates found reasonable were published. 


TARIFF RULE WAIVER 


With a view to saving time in the publication of rates under 
tariff rules established for the benefit of shippers, relating to 
the application of lower more distant rates at intermediate 
points, and the publication of joint rates equal to combinations, 


the Commission has made the following announcement and 
order: 


Whereas, It is alleged that the provisions of Rule 9 (e) of 
Tariff Circular 18A, which limit the number of supplements that 
may be in effect at any time and the volume of matter they may 
contain, cause delay in the establishment of rates, which carriers 
are authorized to establish on one day’s notice under Rules 56 
and 77 of Tariff Circular 18A; 

It is ordered, That all carriers and their agents be, and they 
are hereby, authorized to depart from the provisions of Rule 9 (e€) 
of Tariff Circular 18A hereinbefore referred to, both as to volume 
and number of supplements for the purpose of establishing rates 
under authority of Rules 56 or 77 of Tariff Circular 18A, until 
the further order of the Commission to the extent of permitting 
the establishment of such rates by the filing of an additional 
supplement to the tariff, except a tariff of less than 17 pages of 
a loose-leaf tariff. Such supplement shall contain no matter 
other than that authorized herein. ; 

It is further ordered, That only one such additional supple- 
ment may be in effect at any time and that the number of effect- 
ive supplements must be brought within the number permitted 
by Rule 9 (e) of Tariff Circular 18A, by the next regular supple- 
ment to that tariff or by reissue, if the volume of supplemental 
matter to which the tariff is entitled has been exceeded by the 
issuance of the supplement authorized by this special permission. 

It is further ordered, That no such supplement may be issued 
to any tariff which then contains supplemental matter in excess 
of that permitted by Rule 9 (e) of Tariff Circular 18A unless 
such excessive supplemental matter has been specifically author- 
ized by special permission. 

It is further ordered, That each supplement filed under 
authority hereof, in addition to bearing reference to Rules 56 or 
77 of Tariff Circular 18A, shall also bear on its title page the fol- 
lowing notation: : 

“Departure from the provisions of Rule 9 (e) of Tariff Cir- 
cular 18A as to the volume and number of supplements is author- 
ized by special permission of the Interstate Commerce Commis- 
sion No. 64290 of Aug. 20, 1923.” 

This permission does not authorize the filing of any supple- 
ments to tariffs of less than seventeen pages. It does not waive 
any of the provisions of the Interstate Commerce Act or of the 
Commission’s tariff rules, including Rules 56 and 77 of Tariff 
Circular 18A, except as to volume of supplemental matter and 
number of effective supplements for a temporary period as indi- 
cated herein, and does not extend the time for filing reissues of 
tariffs beyond that specified in any order, rule or special permis- 
sion of the Commission. 
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August 25, 1923 


REDUCED WHEAT RATES 


Results of further conference at Chicago, August 13, between 
the presidents of the western lines and representatives of the 
Omaha Chamber of Commerce with respect to the proposal 
to make a reduction in export rates on wheat have been made 
public in a letter from J. E. Gorman, acting chairman for the 
Western Presidents’ Conference, to Interstate Commerce Com- 
missioner Meyer. The correspondence follows a second con- 
ference and a letter from Senator Capper (Traffic World, Aug. 18, 
p. 362), in which he supported the Omaha Chamber of Commerce 
jin asking for reduced export wheat rates as a measure of relief 
for the farmer. 


Mr. Gorman’s- letter of August 17, to Commissioner Meyer 
was as follows: 


On Monday of this week a conference was held in Chicago at 
which the following railroads were represented: A. T. & S, F., C. 
2. é&¢, Gwe kk F.C ER Le S.C. & a... Grok 
Northern, Illinois Central, K. C. S., M. K. & T., Northern Pacific, 
Sst. L. & S. F., Wabash. 

We invited Senator Capper, who could not come, but sent the 
following telegram: 


‘Washington, August 10, 1923. Sincerely appreciate your in- 
vitation to attend Presidents’ Conference Monday to further discuss 
emergency reduction rates on grain. Very sorry other engagements 
make it impossible to leave here. In spirit of good will to both rail- 
roads and shippers let me again urge favorable action on the sugges- 
tion. Cordially yours.” 

Which was read, together with his letter under date August 2nd. 
addressed to Mr. Hale Holden, copy attached. 

In addition to the railroad representation, there were five mem- 
bers of the special committee of the Omaha Chamber of Commerce, 
where the request for the reduction of per cent in the rates on 
wheat and flour for export originated. committee was com- 
posed of John L. Kennedy, chairman of the special committee and 
of the executive committee of the Omaha Chamber of Commerce. He 
is also a banker, lawyer, business man, farmer and a former member 
of congress, and the author of the slogan: ‘Buy a.Thousand or More 
Bushels of Wheat or a Bag or Barrel of Flour;’’ Randall K. Brown, 
banker; Everett Buckingham, general manager, Omaha Stock Yards: 
Cc. E. Childe, manager Traffic Bureau, Omaha Chamber of Commerce; 
Mr. Roberts, grain business; George Brandeis, merchant (not present, 
but sent an urgent appeal for favorable action). 

The Monday conference was held because Mr. Kennedy was not 
at all pleased with the disposition of the original request as indicated 
by the letter wirtten to him July 31, and had closed his response 
with a paragraph indicating if we wished to give them an opportunity 
7 Son their views in person they would be glad to take advantage 
of it. 

Mr. Kennedy, the chairman, was the principal spokesman. He 
covered the subject completely, and he made the finest kind of an 
impression On every railroad man present. It was clear that he 
thoroughly believed his recommendation was the correct one in this 
difficult period for the wheat raising farmers. And, he was not un- 
friendly to the carriers—on the contrary, very definitely friendly, 
and believed if we followed his advice it would be very much the 


best for the railroads. No one who heard him could possibly doubt 
his sincerity. 


When he finished he called on some of his associates, but as only 
one of them was in the grain business, Mr. Roberts, we hoped we 
might develop through him the practicability of the proposition, but 
unfortunately Mr. Roberts, while in the grain business, acknowledged 
he was not an exporter and was not posted on the grain export situa- 
tion. You see, the several railroad officers had, through different 
channels, inquired into the subject based upon the request for the 
reduced rates, and while some inquiries were made in Chicago, 
others in St. Louis, others in Kansas City, and others in Minneapolis, 
for once in our experience all the information obtained by the rail- 
road men through these various grain men who were familiar with the 
export business practically tallied—and if the grain dealer member of 
the Omaha committee had a different idea we wanted to develop it. 

Mr. Kennedy while speaking indicated his belief that freight rates 
on food generally ought to be much lower than they are, and he evi- 
dently believed we could reduce the rate on wheat and flour for 
export and make up for the lessend rate on that kind of freight by 
increasing rates on some other kinds of freight, but he did not men- 
tion specifically what other kinds of freight we could increase to off- 
set the decrease. You know, and we know, that sort of statement 
sounds reasonable, but when it comes to the doing of the thing it is 
quite another story. 

We called Mr. Kennedys attention to the August 7th issue of 
The Southwestern Miller, Kansas City, which carries an editorial on 
page 19 wherein the writer proposes a reduction of 50 per cent in 
the rates on wheat and flour, not alone when for export but also 
when for home consumption. Mr. Kennedy had either read or heard 
of the article, and he disposed of that promptly by saying they were 
perfectly willing to compromise the Southwestern Miller’s proposition 
by accepting his own proposition. The best of good feeling prevailed 
throughout, and when Mr, Kennedy and his associates withdrew the 
railroad men remained for further consideration of the subject. 

We went over the entire matter, and, without exception, all 
who spoke, and we also had expressions from some railroad represent- 
atives who were not present at the meeing, were unable to agree 
— the conclusions of those who advocated the reduction in the 
rates, 

_As previously stated, the several railroad officials had made in- 
quiry, and all had obtained about the same character of information, 
and it was to substantially this effect. The European countries were 
favored in a wheat crop way this year. France would not be likely 
to import very much wheat; England, too, had favorable crop con- 
ditions at home, and all the European countries had the world’s supply 
of wheat to draw upon. 


The price of Argentine wheat at Buenos Aires, on the Atinatic 
Coast, was about the same as our price at Chicago; and the rate 
by water from Buenos Aires to the a ports is about the same 
as the rates from our Atlantic ports to the same European ports. 

The sales of our wheat for export had dropped off to practically 
nothing—the reason for it being the people on the other side who 
might want to buy our wheat were unable to arrange the financial 
Part. Also, the custom just now is for the other wheat — 
countries to fix their price based upon the offered price of the Unite 
States exporter, and they fix it just just enough below our figure to 
take practically all of the business. Canada, too, has an immense 
‘rop of wheat, and can and do undersell ours. 

_ So, our information is if the all-rail freight rates to our ports 
Were reduced it would not result in a higher price to our wheat grow- 
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ing farmers, but would result in a lowering of the prices of the other 
grain exporting countries to whatever extent our exporters might 
lower offers to European buyers and the relative situation after the 
reduction in the rates would be the same as now, but the general 
level of prices to European buyers would be reduced to the extent 
that our exporters might offer lower prices. 

Another fatcor as indicating—to us, at least—the futility of re- 
ducing the all-rail rates is the present available rates rail to Chicago 
and water from here to Montreal. Take Omaha for example: 


Per 100 Lbs. 
ee RT i NE iho ons, entries Sv Fh 8 00 6 ose CBee kb 4d sen enous 174%ec 
Waver rate; Chicago to MEOREPER!. 66060 ccctccccdvscwessevcces . 12%ec 





SEE RES See Se ER ee ee AE OEE 30c 
as against an all-rail rate, Omaha to New York, of 40c per 100 lbs. 
This reduced 25 per cent would produce an all-rail rate of 30c per 
100 lbs. as against the rail-and-water rate, Omaha to Montreal, of 
30c r 100 Ibs. 

f course, we kept in mind the earnings showing the majority 
of the western roads, which is anything but satisfactory, and it is 
largely traceable to the reduction made in the grain rates last year, 
which on wheat and flour amounted to 13 per cent. It is in evidence 
before the Commission in case No. 14393 that if the wheat rates of 
the average Kansas farmer were reduced 10 per cent it would equal 
only $9.40 per year. This is on all of his wheat, so you can readily 
see that a 25 per cent reduction in the wheat for export rate, if 


made, could not possibly materially improve the wheat farmers’ 
condition. 


It is argued by Mr. Kennedy, and others, no doubt, that if the 
rate reductions served to move the surplus wheat out, the balance 
of the wheat would bring, for home consumption, a higher price. No 
one, So far as we have heard, questions that, but the men who are 
best informed on the subject—namely, our exporters, who have been 
consulted, say the reduction in the rate would not cause the exporta- 
tion_of the surplus for the reasons previously outlined. 

We, of the railroads, realize that the wheat farmer is in a very 
bad way, and the problem is under study by the government, the 
Wheat Council of the United States, and other capable men through- 
out our land. We believe, notwithstanding any expressions to the 
contrary, that a reduction in the wheat and flour rate for export 
alone, or when for both export and home consumption, would surely 
be followed by insistent demands for reductions in rates on other 
kinds of grain, and the people who would pursue the subject in be- 
half of other kinds of grain would have good precedent for insist- 
ing upon it. And, we simply cannot, in justice to the interests we 
represent, start upon such a course, and we do hope those who study 
the problem will realize that a reduction in the rate on wheat and 
flour for export would be of very little real assistance in a financial 
way to those everyone is anxious to help—namely, those of our farmers 
who have raised principally wheat. R 

_ As bearing directly on_the subject, I am attaching a copy of an 
editorial published in the Urbana, Illinois Courier of July 19, and a 


news article from Springfield, published in our own Chicago Evening 
Journal, August 15. 


The letter from Senator Capper to Hale Holden, as president 
of the Western Association of Railway Executives, in which the 
Senator from ‘Kansas endorsed the demands of the Omaha 
Chamber of Commerce, was as follows: 


The railroads, in my estimation, are offered a great opportunity 
to do the nation a service at a critical time and greatly improve 
general business conditions by coming to the rescue of the country’s 
hard-pressed wheat growers and putting immediately in force a re- 
duction of at least 25 per cent in rates on wheat and flour shipped 
to seaports for export, as suggested by the Omaha and Lincoln 
Chambers of Commerce and by other organizations. I am loath 
to believe that the roads or the Commission will let this opportunity 
pass. 

This is a most excellent and practical proposal to help the 
farmers dispose of their surplus at a time when they need every 
chance to meet competition in foreign markets. It would at once 
tend to give them a better and a broader market. 

The roads from every viewpoint, it seems to me, should court 
such an opportunity as this. They can well afford to make this 
concession in behalf of quite possible benefits to general business 
and therefore to themselves, while throwing out the life-line to the 
struggling wheat farmer. I need scarcely point out to you that it 
isn’t the farmer alone who is likely to be substantially benefited, 
but all of us. Besides all this, it is a great opportunity for the roads 
to make substantial gains in the good will of the public. 

I appeal to you to take some action along this line. But to be 
effective it must be immediate. With the average price, for wheat 
considerably below the cost of production among 10 million wheat 
raisers, the acuteness of the situation is apparent. You will never 
have greater cause, or warrant, for taking such action, but if the 
producers are tO ‘get the benefit of it, it must come soon. 

A man exceedingly well informed on the present situation is 
Alexander Legge, president of the International Harvester Company. 
He is quoted in press dispatches as saying that the “Increased cost 
of transportation has vitally affected the wheat growers.’”’ We know 
this to be true. Farm organizations everywhere are appealing for 
lower rates on farm products, especially on wheat. 

The Omaha proposal, if carried out, would enable us to get into 
foreign markets in a better way, while the psychological effect on 
business, on markets, and on the farmer himself would be instan- 
taneous and most salutary. 


The Interstate Commerce Commission and the roads will, in my 
judgment, show exceeding wisdom if they decide to grant this con- 
cession and put it in force immediately. There never will be more 
urgent need of it nor a better opportunity for the roads to make 
friends while befriending those who have contributed so generously 
to > saan welfare during the three most difficult years within a gen- 
eration. 


Mr. Gorman’s letter to Commissioner Meyer is the result 
of a conversation between them at Chicago, August 16, when 
Commissioner Meyer was passing through. It confirms and 
elaborates their conversation and places the results of the 
conferences before the commissioner. 


Farm Bureau Did Not Join 
Representatives of the American Farm Bureau Federation, 
asked as to the views of the federation with regard to the de- 
mands for a reduction of export wheat rates in order to assist 
the farmer, said the federation had been approached by the 
Omaha Chamber of Commerce with the request that it join 
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in demanding the reduction. The reply of the federation, it 
was said, was that as soon as it could be convinced that this 
would stimulate the buying of wheat and give the farmer a 
better price for his product, it would join, but that, at present, 
it could not see how the farmer could get much benefit. 

They pointed out that, almost before the rate reduction 
could become effective, the crop would be out of the farmer’s 
hands. They said it was difficult to see how the advantage 
would not accrue to the foreign buyer rather than to the farmer, 
due to the fact that the slight reduction in the export prices 
which the rate reduction could make would easily be met by 
the Argentine, and other foreign supply centers whose costs of 
production are lower. 

Officials of the federation are free to admit that the troubles 
of the farmer are too deep-seated to be cured by a reduction in 
freight rates. The real trouble, they say, is that there is a vast 
world overproduction of wheat and the American farmer will 
get a low price for his product until he adjusts his acreage to 
meet the market. 

Granting that a freight rate reduction would better a little 
the farmer’s price, of which the farm bureau officials seemed 
doubtful, it would be, they say, only a temporary palliative and 
not a real cure for the disease, which the farmer must cure 
for himself. 

The demand of the Omaha people was not joined in by the 
grain men of any of other market centers. Chicago men char- 
acterized the Omaha demands as “amateurish and political.” 
They believe that a reduction at present would disturb the 
situation and that it is too late in the season to begin alterations 
of rates. Practically all of them who are informed on the rail- 
road and traffic situation point out that the granger lines are 
suffering from reduced incomes at present and that a further 
reduction would only add to the already heavy burden of as- 
sisting the farmer, which they are bearing in the present low 
wheat rates. They believe that after the farmer passes through 
the present period he wil adjust his acreage and the result 
will be better. 


WALLACE ON FREIGHT RATES 


The Trafic World Washington Bureau 

Thousands of American farmers will go into bankruptcy, 
according to the opinion of Secretary Wallace of the Department 
of Agriculture, if the present plane of prices of commodities, 
other than agricultural, is continued. Thousands of others, he 
believes, will be able to continue as farmers only by the most 
grinding economy. 

While of that opinion, he is not convinced that any of the 
plans for the relief of the farmers now being offered will be 
efficacious. The declaration about the conditions of the thous- 
ands. who will go into bankruptcy and other thousands that will 
be able to hold on under distressing conditions was made in a 


general discussion of the suggestions and plans that have been 
made and offered for relief. 


His thought was that the sooner the people engaged in com- 
merce and industry frankly recognized that the trouble was 
produced and was continued by the mal-adjustment of com- 
modity prices, and something was done to bring about a better 
relationship, the better it would be for the country. 

The ruinously low price of wheat, below the level of the 
cost of production, he said, was not a new disease. It was, he 
said, just one more sympton, in acute form, of the general trouble 
from which agriculture was suffering. 

“The disease itself is the distorted relationship between 
prices of farm products and prices of other commodities,” said 
he. The farmer, he said, could get along fairly well if the 
prices of what he had to sell were fairly related to the prices 
of things he had to buy. But the prices of other things remain 
high. 

“Wages in industry and on the railroads are almost twice 
as high as they were before the war,” he said. “Taxes are 
about twice as high. Freight rates are from 50 to 75 per cent 
higher. Metals, building materials of all kinds, are from 50 to 
100 per cent above pre-war prices. All these things are items in 
the farmers’ cost of production. Until a fair relationship is 
restored between agriculture and industry and commerce, agri- 
culture will be upset and will have reason to complain.” 


He said he was not hopeful of good results from price fixing 
by the government or government purchasing of grain. In fact, 
he suggested, by means of questions, that the effect would be 
exactly the reverse of what was hoped, ending his discussion by 
saying that before anything of that kind was tried we ought 
to be reasonably certain that the harm resulting would not be 
more than the good flowing from such experiments. 

A reduction in freight rates, he suggested, might do some 
good but nothing, he said, could have been twisted into a sug- 
gestion that he thought a freight rate reduction would be a 
panacea. 

“Our railroads could help in this trouble,” said he, “by mak- 
ing some reductions in freight rates on farm products. How 
far the western grain-carrying roads could go in this direction 
under their present operating expenses I am not prepared to 
say, but the roads running eastward from the western primary 
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markets ought to be able to make some substantial reductions 
in freight rates on all grain, flour, live stock and meat products, 
especially if destined for export If our railroad rate men would 
take the farm situation to heart and get down and study it as 
one of their problems they could help a great deal.” 


LOWER TRANSCONTINENTAL RATES 


The Trafic World New York Bureay 


Three distinct and separate fourth section applications to 
the Commission for permission to quote lower freight rates on 
transcontinental hauls, designed to relieve the carrier of the 
oppressive competition of the intercoastal shipping lines operat- 
ing through the Panama Canal, are now in preparation and will 
be presented shortly at Washington for action. They will follow 
in their general lines the petition filed by the Transcontinental 
Freight Bureau seeking lower rates from Chicago territory to the 


‘Pacific Coast, but in some instances the reductions sought will 


be even more drastic. 

The Southern Pacific Company is taking the lead in the 
movement, which is aimed primarily at restoring to the railroads 
some of the freight which is now being handled by the water 
route. It is working on an application which, if granted, would 
place through rates from New York and other Atlantic ports to 
the Pacific Coast, via the Morgan Line, on substantially the same 
basis as those charged by the intercoastal shipping companies, 
This rail-water route has sunk into virtual disuse because of its 
inability to compete with the shipping lines, and the reductions 
that will be asked to restore it to its former position will, in the 
case of some commodities, amount to as much as 50 per cent. 

A second petition which the Southern Pacific is framing 
seeks to obtain lower rates from the Gulf ports region to the 
Pacific Coast. The opportunity to join in this petition will be 
given to other carriers in the Southwestern territory that have 
suffered from the Panama Canal competition. 

The third application concerns through rates from Detroit, 
Pittsburgh and Atlantic seaboard points to the Pacific Coast 
and will ask for numerous drastic cuts. The extension of the 
relief sought will require the setting aside of Section 4 of the 
interstate commerce act, under which long-haul rates must ex- 
ceed the rates for shorter hauls over the same route. 

The intercoastal shipping companies will fight the petitions, 
but their program of action has not yet been divulged. The 
advantage they hold in the movement of freight from the At- 
lantic to the Pacific coasts was obtained only after a rate war, 
which lasted for almost a year, and they are not ready to yield 
it without a struggle. Existing rates are still well below the 
schedule in force prior to the rate war, but are higher than 
the charges prevailing during that conflict. 

While railroad companies are complaining of their inability 
to obtain a reasonable proportion of the total freight movement, 
the satisfactory condition of the situation as respects the ship- 
ping companies is attested by the number of intercoastal services 
now in operation and the aggregate amount of tonnage employed 
in the trade. The entry of the United American Lines, Inc., into 
the trade raises the number of regular intercoastal services to 
seventeen and this will be increased in October by the estab- 
lishment of a fast passenger and freight service by the Panama- 
Pacific Line of the International Mercantile Marine Company. 


The tonnage engaged at present is estimated to exceed 1,500,000 
tons gross. 





A new schedule of rates from the New York piers of the 
Southern Pacific to the Pacific coast and intermediate points via 
Galveston is proposed by the Southern Pacific, according to 
rate advice No. Y204 of the Transcontinental Freight Bureau. 
It is expected that the new schedule will be ready for application 
shortly after the first of October, according to H. C. Toll, of the 
bureau. The new rates will place in effect the equivalent of 
group “D” or Chicago rates from the New York piers to Gal- 
veston and intermediate points, thence to the Pacific coast. The 
proposed changes will be in the form of an amendment to Tariff 
I-V and will provide carload rates on about 94 commodities. 


The action follows the decision of the Commission in the 
several I. & S. cases known as the “New York Pier Case,” re- 
cently decided by the Commission (Traffic World, August 4, page 
249). In that decision the Commission held that the Southern 
Pacific could establish group “D” rates on this traffic, but refused 
to permit them to fluctuate in accord with any changes in group 
“D” rates as the Southern Pacific had sought to have them do. 
Such rates as the Commission permitted to be established by the 
Southern Pacific, it ruled, should be only those in effect at the 
time of the last hearing in the case, September 4, 1922, The pro- 
posed schedule covers these rates. 

It is probable that the new rates will be attacked by the 
other carriers in accord with their policy in the past of 
seeking to suspend such action on the part of the Southern 
Pacific. At the same time, the Southern Pacific is going before 
the Commission with fourth section applications, which would 
place in effect rates about on a parity with the rates of the 
water carriers. In that event, the rates proposed in this sched- 
ule, which establish the group “D” basis, would be superseded 


by the much lower schedule which will meet the water compe- 
tition. 
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MERCHANT MARINE POLICY 


The Trafic World Washington Bureau 


Chairman Farley of the Shipping Board was called to the 
White House August 20 by President Coolidge for a conference 
on the proposed change in the plan of operating the government 
fleet. After the conference, Chairman Farley said the President 
had asked for additional information and that he had indicated 
a desire to tell the board to go ahead as soon as the President 
and the board were convinced that a change should be made. 
The chairman appeared pleased by the conference. 

With President Coolidge not having reached a decision as 
to whether or not a change should be made in the present 
method of operating the government fleet, it has developed that 
three members of the Shipping Board—Plummer, Benson and 
Haney—voted against the plan proposed by former Chairman 
Lasker for the creation of subsidiary corporations that would 
operate consolidated lines. When asked about this division in 
the board, Chairman Farley said he had no comment to make 
and that he was not prepared to discuss it. 

Chairman Farley, joined by Commissioners O’Connor, 
Thompson and Lissner, voted for the plan, thus giving those 
members in favor of the proposal a majority of one. 

Among the members of the board opposed to the Lasker 
plan there is a strong conviction that what is proposed would 
be illegal under the Jones merchant marine act. It is under- 
stood that the Lasker plan is regarded as “beautiful” in theory 
but that it is not practicable. The objection to the plan as 
being illegal is based on the belief that the Shipping Board 
and the Emergency Fleet Corporation_do not have the neces- 
sary authority to incorporate under state laws subsidiary cor- 
porations. 

While no official statement has been made as to the details 
of the proposed plan, it is understood that it contemplates the 
organization of subsidiary corporations that would issue stock 
and deliver it to the board of Emergency Fleet Corporation for 
the vessels to be operated. 

President Coolidge will be advised fully as to the different 
views on the subject. In discussing the development as to the 
vote of four to three in favor of the Lasker proposal, the Na- 
tional Merchant Marine Association said: 


President Coolidge has a Shipping Board problem, as well as 
a shipping one, to deal with. The situation has been compli- 
cated by a split in the board over the adoption of a new oper- 
ating policy. This is not to be regarded as an unfavorable 
development, however, as the indications are that the Lasker 
plan for direct government operation of the Shipping Board’s 


vessels, by a group of gevornment financed corporations, may 
be abandoned. 


With the next regular session of Congress only a little more 
than three months away, it is believed that President Coolidge 
may defer making any radical change in the method of operat- 
ing the fleet before Congress meets. It is pointed out that 
Congress will have the final word, whatever decision may be 
reached by President Coolidge and the board, as to how the fleet 
shall be operated. It may be decided, therefore, to mark time 
until Congress is ready to deal with the problem again. 

Had President Harding lived, there is little doubt but that 
a plan along the lines recommended by former Chairman Lasker 
would have been put into effect, although the details of that 
plan, it is understood, were never put before President Harding 
because the board was working on the details when President 
Harding died. President Harding worked with the board 
through Mr. Lasker and it was understood that the same ar- 
rangement was to have obtained with Chairman Farley, who was 
appointed on the recommendation of Mr. Lasker. That relation- 
ship between the White House and the board has been altered 
and that fact has caused some speculation to the effect that 
the merchant marine problem will be handled on a different 
basis than when Mr. Harding was President. 

President Coolidge, it was stated officially at the White 
House August 21, holds that no final decision as to the creation 
of subsidiary corporations to operate the Shipping Board fleet 
can be made until an opinion on that subject is given by the 
Attorney-General. The President has been advised, however, 
ge — for the Shipping Board hold that such action would 

e legal. 

The President, it was said, has not advised the board to put 
its new plan for operating the fleet into effect. It was indicated 
that the President favored the appointment of a committee, out- 
side of the personnel of the board, but on which the board would 
be represented, to make a thorough investigation of the proposed 
Plan. It was indicated that the President believed the Treasury 
Department, the Department of Commerce, and the chairmen of 
the House and Senate committees that deal with the merchant 
Marine should be represented on this committee. 

The appointment of such a committee necessarily would 
delay a final decision as to the proposed plan. It is assumed 
that the committee would obtain the views of all the parties in- 
terested, such as the private shipowners and the Shipping Board 
oerators. The desire of the President to have such a committee 
appointed was regarded as indicating a desire on his part to go 
into the matter thoroughly before reaching a decision. 
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The President does not believe, it was further indicated, that 
the plan proposed by the majority of the board would constitute 
“direct government operation,” but rather “indirect” operation 
by the subsidiary corporations. The Shipping Board plan has 
been referred to repeatedly as a plan for “direct government 
operation” because it was so designated indirectly by former 
Chairman Lasker in his letter to President Harding on his re- 
tirement as chairman under date of June 12. (See Traffic World, 
June 16, p. 1433.) 

“The apparent alternative is to go the full length of direct 
government operation,” said Mr. Lasker in his letter. 

Then Mr. Lasker recommended the creation of subsidiary 
corporations and this recommendation has been generally re- 
ferred to as the plan for direct operation. 

President Coolidge, it was said, did not contemplate going 
to “direct government operation.” It was said to be his position 
that the board’s proposal could hardly be called “direct opera- 
tion.” 

Since Mr. Lasker left the board, discussion has centered 
to some extent around the proposed plan on the point as to 
whether the plan called for “direct government operation.” The 
view has been taken by some that the plan would not constitute 
direct operation and apparently the President views the plan in 
that light. 

It was said the President had no intention of making any 
changes in the personnel of the membership of the board and 
that if the term of any of the present members expired his first 
thought would be to get the member or members to remain on 
the board. 

The proposed plan of the board, the spokesman for the 
President said, holds out some hope for effecting reductions in 
the heavy expenses in connection with the operation of the fleet. 

A high spokesman for the President said at the White House 
late August 17 that nothing definite had as yet been decided as 
to a new plan for operation of the government fleet. President 
Coolidge, it was said, had conferred with Chairman Farley and 
had the report and recommendations of the board as to a pro- 
posed policy before him. It was said that it would be necessary 
for the President to have further conferences with Chairman 
Farley in order thai a clear understanding of what was being 
done might be had and to determine whether or not the gov- 
ernment would benefit by a change in the present plan of 
operation and whether or not any change should be made at 
this time. The White House statement, it was easily believed, 
placed the burden on the Shipping Board of convincing the 
President that there should be a change in the present plan 
of operation. 


U. A. L. INTERCOASTAL SERVICE 


The United American Lines have announced the inaugura- 
tion of a weekly intercoastal service, operating twelve to four- 
teen steamers between Baltimore and New York and Los Angeles 
Harbor, San Francisco, Portland, Seattle, and Tacoma. The 
steamers will be operated jointly with Houlder, Weir & Boyd, 
Ine., and will begin with the sailing of the S. S. Sudbury from 
Baltimore, September 13. The ships selected for the weekly 
service will average over 10,000 tons deadweight lifting capacity. 

Among the vessels to be employed in the service are the 
“Mount Carroll” and “Mount Clinton,” formerly in the trans- 
atlantic passenger service, which are being converted into cargo 
steamers with cabin accommodations for a few passengers; 
“Mystic” and “Ipswich” of the U. A. L.; “Peter Kerr,” and 
“Eastern Knight,” owned by the Columbia Pacific Shipping 
Company; “Pomona” and “Hanley,” owned by the Weyerhauser 
Timber Company; and the “Vinita,” recently purchased by 
Sudden & Christenson, Inc. 


The United American Lines have taken over the branch offices 
inPittsburgh and Buffalo, heretofore maintained by Houlder, 
Weir & Boyd. Effective August 27, Messrs. C. H. Sprague & 
Son will act as agents for the United American Lines at Boston, 
and Messrs. Trosdal, Plant & Lafonta will act as agents at 
Philadelphia, succeeding the American Hawaiian Steamship 
Company as U. A. L. representatives at those ports. The United 
American Lines maintain branch offices at Baltimore and 
Chicago. 


With the inauguration of this joint service, Houlder, Weir 
& Boyd, Incorporated, will cease their intercoastal activities 
except as they pertain to their interest in the new service, which 
will be under the sole management of the United American 
Lines. The latter will take over practically the entire staff 
of Houlder, Weir & Boyd’s intercoastal traffic department, includ- 
ing M. T. Noblett, who, as freight traffic manager, will be in 
charge of the service under the general direction of Christian J. 
Beck, vice president in charge of freight traffic. Mr. Noblett 
will be aided by J. W. Trefry, assistant freight traffic manager, 
J. J. Gilbride, general freight agent, and H. C. VanDoorn, 
assistant general freight agent. 

The Pacific coast organization will be under the general 
supervision of Dudley W. Burchard, who was recently appointed 
Pacific coast manager of the United American Lines, with head- 
quarters in San Francisco. The Los Angeles Steamship Com- 
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pany will represent the service in Los Angeles; Sudden & 
Christenson, Incorporated, in San Francisco and Seattle, and the 
Columbia Pacific Shipping Company in Portland. 

No decision has yet been reached by the U. A. L. as to 
joining the intercoastal conference, but it was stated that the 
U. A. L. has no intention to disturb the situation and antic- 


ipates working in harmony with other lines now engaged in 
the trade. 


OCEAN RATES AGREED ON 


A new standard schedule of ocean freight rates to all ports 
in the East and Far East from all ports in the United States 
was agreed on at the conference of ocean carriers in Chicago 
August 15 to 18. The new rates will offer no drastic change from 
the present scales. They will be effective for the first six months 
of 1924. An entirely new set of arbitrary rates that will be 
uniform for both the Atlantic and the Pacific ports was also 
adopted. The new rates are now in process of final checking. 

The conference granted the Atlantic lines operating into the 
Far East the right to establish certain local rates on their own 
initiative. Heretofore, the Atlantic carriers have been able to 
initiate rates only in concurrence with the Pacific carriers. 

The conference marks the first establishment of standard, 
uniform rates on the oriental trade and follows the first meeting 
of a full representation of practically all the lines operating 
from both coasts. Harmony was established between the two 
groups and the scale worked out so that competition will be 
as nearly equalized as possible. All companies, members of the 
Atlantic Far East Conference and of the Pacific Westbound Con- 
ference, will observe the standard schedule. This includes all 
companies engaged in the trade with one or two exceptions. 

Members of the conference said the new schedule would 
represent no general movement of rates up or down, but that, 
with few exceptions, the only changes from the present level 
would be those necessary to effect a better equality of competi- 
tion between the two groups of carriers. 

The Shipping Board this week approved the intercoastal 
and East Coast of South America conference agreements with 
minor modifications. The board inserted provisions in the agree- 
ments that, in addition to not making rebates, the members 
would not resort to discounts as a means of discrimination, and 
also that the members would not absorb such charges as cartage, 
lighterage, or charges of connecting rail lines without of approval 
of the conferences and the Shipping Board. The words “and the 
Shipping Board” were added by the board. 

The proposed conference agreement of the lines in the South 
America trade was formulated along the lines of the Far East 
conference agreement after dissatisfaction with the old con- 
ference agreement had made necesSary such action. The agree- 
ment embraces a forfeiture clause of $20,000. Approximately ten 
lines are in the conference. 


CONFER ON SHIP BIDS 


The Trafic World Washington Bureau 


Commissioners Lissner and O’Connor of the Shipping Board 
went to New York the latter part of this week to confer with 
Stanley Dollar, of the Admiral-Oriental Line, representatives of 
the Pacific Mail, the Munson Line, and other bidders for Ship- 
ping Board tonnage. Mr, Dollar is a bidder for the five combina- 
tion passenger-cargo vessels that he operates for the board out of 
Seattle, as well as for the five vessels of similar type operated 
out of San Francisco by the Pacific Mail. The latter is a bidder 
for the five vessels it operates. The commissioners also ex- 
pected to confer with representatives of the Norton Lilly com- 
pany and the Argonaut line, both of which submitted bids. 

The board has fixed a minimum price for the combination 
pasenger-cargo ships, but has not made the figure public. The 
bidders have not offered the minimum as yet, it was said, but 
the question of reaching an agreement as to price was not 
regarded as being as great an obstacle to making sales as 


terms and conditions as to operations which the board will 
require the purchasers to meet. 


JOINS INTERCOASTAL CONFERENCE 


The Panama Pacific Line of the International Mercantile 
Marine group, which will resume service October 18, has joined 
the intercoastal conference, according to an announcement made 
in New York. Three vessels, the Kroonland, Finland and Mon- 
golia, all of which were engaged on this route prior to their with- 
drawal for transatlantic service during the war, have been 


assigned to the service and other tonnage will be entered as may 
be required. 





ASSIGNMENT OF VESSELS 
The Emergency Fleet Corporation has assigned the West 
Jester, of 8,476 deadweight tons, to the Columbia Pacific Ship- 


ping Company of Portland, Ore., for their West Coast-Far 
Fast Service. 


The Emergency Fleet Corporation has assigned the Bear- 
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port, of 9,422 deadweight tons, to the Admiral Oriental Line, 
of Seattle, for their Far East service. 





NEW MUNSON SERVICE TO CUBA 


Establishment of a new passenger and freight service 
between New York and Matanzas and Caibarien on the Northern 
coast of Cuba is announced by the Munson Steamship Line. 
The service, which will be maintained by the steamer Munamar, 
is at present on a fortnightly basis. 


SHIP SALES 


The Emergency Fleet Corporation has announced the sale 
of the City of Los Angeles (ex-Aeolus), a combination passenger 
and cargo vessel of 12,350 deadweight tons, to the Los Angeles 
Steamship Company of Los Angeles, Calif. It has sold the 
Python, a steel cargo vessel of 3,400 deadweight tons, to 
Anthony O’Boyle and Joseph F. O’Boyle, of New York City. By 
the terms of the sale of the Python, the purchasers are obligated 
to convert the ship to Diesel propulsion. 


CARGOES TO FAR EAST INCREASE 


Shipping Board vessels are carrying increased business in 
the trade between Puget Sound ports and Japan and China, 
according to reports received by the board. The demand for 
ships for the transportation of wheat and lumber has increased 
substantially in recent weeks. 


AGAINST RATE COMMITTEES 


The Iowa Traffic League has adopted the following resolu- 
tion: , 


The members of the Iowa Traffic League, in common with 
the entire shipping public, have for three years, under force 
of circumstances, but nevertheless willingly and without com- 
plaint, accepted the method adopted by the carriers for the con- 
sideration of rate adjustments through Standing Rate Commit- 
tees and General Traffic Officers’ Committees, and after a fair 
trial of this method have come to a definite and unanimous 
opinion which, briefly, is: 

“That the railroad executives should restore to the traffic 
departments of their respective lines the rate making power and 
that rate adjustments should be accomplished through direct 
contact with the shipping public instead of through the existing 
Standing Rate Committees and General Traffic Officers’ Commit- 
tees. The Iowa Traffic League earnestly recommends this action 
because of the growing dissatisfaction on the part of the ship- 
ping public of the plan now in effect. The arbitrary manner in 
which subjects are disposed of by these Committees if continued, 
will require the shippers to unite their efforts in like manner in 
matters pertaining to the carriers’ interests.” 

The League has not come to this conclusion overnight, but 
it is the expression of an opinion which has gradually developed 
after repeated experiences with these several Committees, re- 
sulting in considerable waste of time and unjustifiable expense. 

As further explanation of the conclusion of the League’s 
members as above set forth, we specifically set down the follow- 
ing objectionable features connected with present methods of 
rate adjustment: 

. The necessity for shippers to lay all of their supporting 
facts before the Committees without any reciprocal action by 
the committees in announcing their recommendations or reasons 
for disapproval, and the withholding of information as to origin 
of proposals docketed. : ie ; 

2. The delay in reaching decisions and the publication of 
necessary changes. 

The policy and practice of General Traffic Officers’ Com- 
mittees, of permitting the overruling by other carriers. not di- 
rectly interested, of the willingness and approval of directly in- 
terested lines by one or a small minority vote. 

4. The present method of the Standing Rate Committees 
and General Traffic Officers’ Committees in handling the dis- 
position of rate matters is identical to the method employed by 
the Classification Committees which was disapproved of by the 
Interstate Commerce Commission in the ‘Western Classification 
Case.” 36 f.. ©. C. £43. 

5. The juggling of subjects between various sectional com- 
mittees, necessitating repeated appearances of shippers in con- 
nection with the same proposal. _ : 

The generalization of specific subjects so as to require 
extensive preparation and presentation withcut reciprocal action 
by the carriers. 

7. That by virtue of the practical isolation of the personnel 
of these Standing Rate Committees they are to a large extent 
out of touch with the business needs of the individual shippers 
or communities, and hence their judgment is more or less biased 
to the detriment of the shipping public. at 

8. The large number of committees existing in addition to 
the organized traffic departments of the carriers, which they 
supplement and more often supersede, make it almost impossible 
for the shippers to determine and protect their interests which 
the existence of these committees constantly jeopardize. 

The Iowa Traffic League believes it imperative to the best 
interests of carriers and shippers that there be restored a closer 
personal touch between the railroad traffic officers and the 
patrons and supporters of our transportation system, and 

Therefore, be it resolved, that the above be adopted as the 
sentiment expressed by the Iowa Traffic League and its members 
at their annual meeting held at Clear Lake, and that copies of 
this resolution be transmitted through the press and otherwise 
to the Crief Executives of the American Railroads, and to organ- 
izations representing shippers’ interests. 


T. A. & G. EQUIPMENT NOTES 
The Tennessee, Alabama & Georgia has applied to the 
Commission for authority to issue $21,796.50 of equipment trust 
notes, to mature in not more than two years after date of 
issue, in connection with the acquisition of 30 gondolas and 1 
motor coach. 
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August 25, 1923 


TO MEET ANTHRACITE STRIKE 


The Trafic World Washington Bureau 


After a conference with President Coolidge August 22, in 
connection with the threatened strike in the anthracite mines 
September 1, F. R. Wadleigh, federal fuel distributor, called a 
conference to be held in New York, August 28, for the purpose 
of considering distribution of substitutes for anthracite. Mr. 
Wadleigh issued the following statement: 


In order to discuss and formulate plans for the distribution of 
pituminous coal and coke for domestic use into the principal anthra- 
cite consuming states, in the event of a stoppage of work at the 
anthracite mines on September 1, the governors of the states in- 
terested will be requested to send representatives to attend a con- 
ference at New York City on Aug. 28, 1923. q 

It is hoped that every state will be represented, so that full dis- 
cussion may be had and definite action taken in order to insure the 
distribution into the respective states of sufficient amounts of coal 
and coke, to the end that the public may suffer no inconvenience, 
owing to a lack of fuel for heating its homes offices, etc, 

Representatives of the railways interested will probably be asked 
to attend the conference, and a representative of the Interstate Com- 
merce Commission will be present, as the whole matter of fuel dis- 
tribution is largely one of adequate transportation, 

An important subject to be discussed will be the matter of edu- 
cation of the consumer in the use of fuels other than anthracite, as 
it is felt that a systematic plan of public instruction can be made 
of great service in the practical and efficient use of such fuels and 
will thereby reduce the actual cost fo heating, with resultant savings 
to the individual consumer and the community. 


Commissioner Clyde B. Atchison, acting chairman of the 
Commission, called on President Coolidge August 22. He said 
he went to the White House to pay his respects, having just 
returned to Washington from the west. He declined to discuss 
reports to the effect that the President eonsulted with him on 
the anthracite coal situation. : 

Up to September 22, when the federal fuel distributor law 
expires by limitation of Congress, the Commission could issue 
orders forbidding the delivery of cars to mines demanding an 
exorbitant or unreasonable price for their products, which un- 
reasonable price would have to be declared by the federal fuel 
distributor. This authority was not exercised in the coal and 
shopmen’s strikes of 1922. 


In the event of congestion of traffic, the Commission, could, 
of course, issue service orders giving expedited movement to 
coal. But at the present time there are no indications of such 
congestion. sd ' 

F. R. Wadleigh, federal fuel distributor, in a general survey 
of conditions in the principal bituminous coal fields as of August 
1, issued August 17, reviewed transportation conditions in the 
fields as follows: 


Alabama—Railroads generally taking good tonnage; transporta- 
tion po good; some complaint because of slight car shortage, 
but on whole equal to the demand. 

Colorado and New Mexico—Car supply and movement good. 
Recommends that consumers buy coal now to avoid car shortage later. 

Southern Illinois—Conditions normal and car supply adequate to 
take care of the light production. 

Indiana—with few exceptions, car supply ample. 

West Kentucky district—Car supply sufficient and movement good. 

Northeast Kentucky district—Car supply for July, 70 per cent; 
movement of cars supplied and loaded, good; general transportation 
conditions have shown considerable improvement since the last report. 

Kentucky (Harlan county district)—Transportation conditions are 
adequate for the movement of such traffic as is offered. 

Kentucky (Hazard county district)—Car supply for July, 80 per 
cent, and movement of coal reasonably satisfactory. , 

Kentucky (Southern Appalachian district)—Notwithstanding the 
depression in the coal market, and the fact that operators are order- 
ing fewer carg than heretofore, there is still a car shortage in this 
field. ; 

Eastern Kentucky district—There has been considerable improve- 
ment in the car supply in the past three or four weeks, but it is not 
yet what is desired. The railroads in this district are now furnish- 
ing from 75 to 80 per cent car supply. 

Kentucky-Tennessee district—Normal. Car supply far in excess 
of demand. In other words, we have an abundance of transportation 
and no demand. . se 

Maryland—tTransportation conditions normal; 100 per cent car 
supply, 

New England—Car supply and movement good. 

Oklahoma-Arkansas-Texas—Car supply and movement good. 

Ohio (Pittsburgh No. 8 district)—The car supply on all railroads 
serving the Ohio coal fields is abundant and there are no shortages 
to report this month. : wae 

Central Ohio field—Transportation conditions good, both as to 
supply and movement. 

Southern Ohio field—There has been a full car supply. 
Pennsylavnia (Somerset county district)—Car supply on B. & O. 
has been 80 to 85 per cent for July, and on Western Maryland, 100 per 
cent, ; 

Pittsburgh district—Car supply ample. 

Central Fusmayieonia district—The railroads are about able to 
supply the mines with all the cars they order. There is a slight 
shortage on the Pennsylvania and the New York Central but not 
sufficient to cause much inconvenience. ‘ 

Tennessee—Transportation conditions have much improved, car 
supply on both L. & N. and Southern being satisfactory. This, how- 
ever, it is thought, is largely due to the fact that many mines are 
at wn for lack of market and the demand for equipment is at 

W ebb. ‘ 

Utah—Seems to be no unnecessary delay on coal moving to desti- 
nation; two of the large systems are handling a maximum of tonnage 
at this time and their peak business does not move until September. 

Virginia—On the whole, car supply is ample. 

Washington—Car supply and movement. first class. " 

West Virginia (Pocahontas district)—With the falling off of busi- 
Ness in northern coal fields, N. & W. car supply became much better 
and is continuing to show improvement. 

Tug River district—Car supply equal to the demand. 
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Northern West Virginia—Supply sufficient to meet demand. 
Williamson field—The very few mines in the field desiring to run 
oueny or are now being furnished with a full car supply by the 


‘ Winding Gulf district—Car supply and movement equal to demand 
or tonnage. 
Kanawha district—Car supply continues around 70 per cent and 
there it little or no complaint that cars are not being moved promptly. 
New River district—The C. & O. has not been able to improve 
the supply of cars better than an average of approximately 73 per cent. 


COAL PRODUCTION REPORT 


“Mining was suspended in most of the soft coal fields on 
Friday, August 10, in tribute to the late President Harding,” 
the Geological Survey said in its current coal report. ‘Prelinm- 
inary figures of shipments indicate that the day counted for 
about one-fourth of a normal working day. It is probable, how- 
ever, that a considerable part of the coal shipped on Friday 
was loads left over from Thursday, and that the mines did not 
work to that extent.” 


Continuing, the report said in part: 


The total output including coal coked, local sales, and mine fuel, 
during e week ended August 11 decreased to 9,978,000 net tons, 
which was 587,000 tons less than the revised estimate for the week 
preceding. The daily average rate of output, however, increased as 
shown in the heavy black line in the diagram above. 

Early returns on car loadings in the week Aug. 12-18 indicate that 
the total output will probably be between 10,500,000 to 10,700,000 net 
tons. 

In consequence of complete shut-down of the anthracite collieries 
on Friday, the total output of anthracite in the week ended August 
11 fell off to 1,735,000 net tons. This estimate is based on the report 
of 33,167 cars loaded on the principal anthracite carrying railroads. 
Although this is a decrease of 283,000 tons from the week preceding, 
it is an increase of 3 per cent in the average rate of daily output for 
the actual number of days worked. 

Early returns on car loadings during the present week (August 
13-18) indicate a total production in excess of two million tons. 

The all-rail movement of anthracite to eastern New York and 
New England showed decided imrovement in the week ended August 
11. According to reports from the American Railway Association 4,343 
cars of anthracite were forwarded against 3,966 in the week preced- 
ing, an increase of 9 per cent. Shipments of bituminous coal were 
practically the same as in the week before and totaled 4,735 cars. In 
the corresponding weeks of 1920 and 1919, respectively, 4,860 and 5,064 
cars of bituminous coal were shipped to the New England trade. 

The total quantity of soft coal dumped over the tidewater piers 
at the five North Atlantic ports in = was 3,448,000 net tons, against 
3,380,000 tons in June. The prjncipal increase occurred in the ton- 
nage for exports, which was 809,000 tons. 

The movement of soft coal across the lakes continues steady 
at a little more than 1,000,000 tons per week. In the week ended 
August 12, a total of 1,087,994 net tons were dumped. Of the total 
cuotnas 1,030,371 tons were cargo coal and 57,623 tons were vessel 
uel. 

Cumulative dumpings of cargo coal during the present season of 
navigation to date stand at 16,060,755 tons. This is about three and 
one-half times dumpings during the corresponding period of 1922, 
more than twice those of 1920, and is even 11 per cent ahead of 1921, 
when the lake movement was exceptionally heavy. 


KOENIG INDICTMENT QUASHED 


The Trafic World Washington Bureau 

The indictment voted against The P. Koenig Coal Company 

by the grand jury in the eastern district of Michigan charging 
the receipt of a concession from the railroads in violation of 
the Elkins anti-rebate act by means of a device for the cir- 
cumvention of the prohibitions of Service Order No. 23, on 
demurrer, has been held by District Judge Tuttle as not alleging 
any offenses against the United States. He said there was 
nothing in the indictment to show that at the time and place 
of delivery of the coal to the coal company and its acceptance, the 


coal did not come to rest, as regards its movement in interstate 
commerce. 


“If so, its subsequent ‘diversion’ (the nature of which is 





‘not in any way indicated by the indictment) and ‘delivery’ from 


one point in the state of Michigan to another point within such 
state was essentially a movement in intrastate commerce alone 
and not within the prohibition of any federal statute nor within 
the scope of the powers of the federal government, and, 
if intended to be applicable to such a situation Service Order 
23 is to that extent unconstitutional and void,” he said. 

At the time this was written the Commission’s division of 
inquiry, through which the facts in connection with the case 
were handled, had not been advised of the sustaining of the 
demurrer. The men who had prepared the facts for placing 
before the grand jury at Detroit were out of the city. What 
else, if anything, the Commission may undertake to do about 
the matter, therefore, has not been considered. The law phase 
of the matter, under the criminal appeal section, could be 
carried to the higher courts for a determination of question 
whether what Judge Tuttle said in construing and applying the 
law was free from judicia} flaws, but, so far as the coal company 
was concerned, the case appears to be at an end. 

In his opinion on the demurrer, Judge Tuttle recited the 
allegations of fact about the Koenig Company having been ac- 
cused of ordering coal for a hospital in Detroit, having it trans- 
ported to that city under and in accordance with the terms of 
the service order before mentioned; the allegation that after 
its receipt and delivery the coal was “diverted” to Dodge 
Brothers; that the coal company knew that the hospital had not 
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authorized or requested it to “use its name for the purpose of 
procuring said carload of coal, or any coal whatever, for the 
use of said Dodge Brothers;” and that the acts alleged caused 
the railroads to give the coal company an advantage, “in respect 
of said transportation of said property, which, by force of said 
Service Order No. 23, was not then, as said The P. Koenig 
Coal Company then and there well knew, open or due to said 
The Koenig Coal Company, and which the said common carriers, 
but for the said device, would not have granted to it; against 
the peace and dignity of the United States, and contrary to the 
form of the statute of the same in such case made and provided.” 

After making that statement of the fact about the allega- 
tions in the indictment, Judge Tuttle said: 


The demurrer attacks the indictment on several different grounds. 

It is earnestly insisted by defendant that the indictment does not 
allege facts which would constitute any offense against the United 
States. As is shown by the last paragraph of the first count, just 
quoted, the offense charged against the defendant is that it ‘“‘by the 
device and means aforesaid unlawfully did knowingly accept and 
receive a concession and discrimination in respect to the transporta- 
tion of property in interstate commerce by common carriers * * * 
whereby an advantage was given by those carriers to said the P. 
Koenig Coal Company in respect to said transportation of said prop- 
erty, which, by force of said Service Order No. 23 was not * * * 
open or due to said ‘“defendant.’’ Whether, then, the indictment 
sufficiently alleges acts of the defendant which, if proved, would con- 
stitute the crime charged, depends upon the question whether those 
acts, if committed, would violate Service Order 23. In what respect, 
then, do the facts alleged by the government, if true, show a violation 
of that order? 


As the commodity transported and delivered was coal, no ques- 
tion arises with respect to priority as between coal and other com- 
modities. The only other provision for priority prescribed in the 
order is that directing carriers to place, furnish and assign to coal 
mine cars suitable for the loading and transportation of coal as re- 
quired for the classes of purposes and in the order of classes specified 
in such order, whereby hospitals were accorded priority over manu- 
facturers of automobiles in the placing, furnishing and assigning of 
ears to coal mines for the loading and transportation of needed coal. 
It will be noted that the indictment does not charge that the coal 
for which the cars in question were ‘“‘placed, furnished and assigned” 
to the mine was not required for the hospital in question. So far as 
appears from the indictment, such coal may have been required for 
the current use of such hospital. It is, therefore, clear that no viola- 
tion of this provision of the order is charged. 


The reference, in the indictment, to the sending of the telegraphic 
orders for coal to be shipped to the hospital mentioned, as a ‘‘decep- 
tive device,’’ is plainly the mere expression of a conclusion and, fail- 
ing as it does, to even indicate in what respect the alleged “device” 
is claimed to be ‘‘deceptive,’’ falls far short of being a definite, issuable 
statement of fact such as is necessary to an indictment in a federal 
court. 


The only other respect in which it is, or can be, claimed by. the 
Government that the defendant is charged with violation of this order 
of the Interstate Commerce Commission is the allegation that im- 
mediately upon the receipt and acceptance by it of said coal upon its 
side track in the city of Detroit, the defendant ‘diverted and delivered”’ 
the same to a concern engaged, in the same city, in the manufacture 
of automobiles for its use in such manufacture. As already indicated, 
Service Order 23 provides that no coal embraced in the preferred 
classes shall be subject to reconsignment or diversion except for some 
purpose in the same class or a.superior class in the order of priority 
therein prescribed. Does the allegation that the defendant, after 
receiving and accepting on its side track in a city a car of coal 
delivered to it there in accordance with its consignment and billing, 
diverted such car to an automobile manufacturer in such city, even 
when such allegation is read and considered in connection with all of 
the other facts and circumstances referred to in the indictment, show 
the receipt or acceptance by the defendant of a concession or discrimi- 
nation ‘‘in respect to the transportation of property in interstate com- 
merce?” Manifestly, unless such diversion was a concession in respect 
to transportation in interstate commerce, it is neither a violation of 
the order of the Commission or an offense under the Elkins Act as 
amended, and could not constitutionally be made a crime, either by 
the Interstate Commerce Commission or by Congress. 

Whether a particular shipment is a part of interstate commerce 
or of intrastate commerce depends upon the essential character of 
such movement. However, when the intention, as to ultimate destina- 
tion, with which a shipment has been made is in issue there are vari- 
ous incidents, such as through billing, uninterrupted movement, con- 
tinued possession by the carrier, and unbroken bulk, which are com- 
mon incidents of a through shipment, and have legal significance as 
bearing on the character of the traffic involved, and the presence or 
absence of one or all of such incidents may be important evidence 
bearing upon the question whether such traffic is interstate or intra- 
state commerce. Baltimore & Ohio Southwestern Railroad Co. vs. 
Settle, 260 U. S. 166. The allegations in the present indictment here- 
inbefore quoted show that the coal in question was ordered by the 
defendant to be shipped to the hospital referred to, at Detroit, in 
care of the defendant, and to be delivered there to the defendant 
upon its said side track, for the use of said hospital; that such coal was 
shipped, to Detroit, billed and consigned in accordance with such 
order, and transported to Detroit ‘in accordance with said billing’’; 
and that it was there delivered to the defendant upon its siding in 
the city, “which said delivery said the P. Koenig Coal Company then 
and there accepted.’’ It seems clear, that, whether, under these cir- 
cumstances, this coal be regarded as consigned, transported and de- 
livered to the hospital “in care of’? the defendant as its agent to 
receive and accept such delivery, or whether it be considered as 
shipped and delivered to the defendant as a principal, to be there- 
after furnished by it to such hospital (on which point the indictment 
is not entirely definite), still the through movement of the coal in its 
interstate shipment from the origin of its transit in West Virginia 
to the termination thereof at its destination (as regards both billing 
and actual movement), ended when it was finally delivered to and 
accepted by the defendant at the agreed and actual place of delivery 
on the siding of the defendant.in the city of Detroit, at least so far 
as the allegations of the indictment are concerned. There is, in my 
opinion, nothing in the indictment to show that at the time and place 
of such delivery and acceptance this coal did not come to rest, as 
regards its movement in interstate commerce. If so, its subsequent 
“diversion” (the nature of which is not in any way indicated by the 
indictment) and “delivery”? from one point in the state of Michigan 
to another point within such state was essentially a movement in 
intrastate commerce alone and not within the prohibition of any 
federal statute nor within the scope of the powers of the federal 
government, and if intended to be applicable to such a situation Serv- 
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ice Order 23 is to that extent unconstitutional and void. Bacon vs 
Illinois, 227 U. S. 504; Chicago, Milwaukee & St. Paul Railroad (Co. 
vs. Iowa, 233, U. S. 334; Arkadelphia Milling Co. vs. St. Louis South. 
Orn 1. ated Co., 249 U. S. 134; Southern Pacific Co. vs. Arizona, 

It follows that the indictment fails to allege any offense against 
the United States and the demurrer must be sustained and an order 
entered to that effect. 





ASSIGNED CAR CASE 


, A petition for reopening No. 12530, the assigned car Case, 
has been filed by the Trumbull Steel Company. The petitioner 
asked the Commission to afford it an opportunity to present 
evidence and to be heard in oral argument as to its own parii- 
cular situation. The Commission was asked to modify its 
order so as to confirm to the petitioner the right to use its cars 
substantially as that right has existed for many years. In case 
the Commission denies that request it is asked to postpone the 
effecive date of its order for at least a year so as to allow 
petitioner to revise its arrangements for procuring fuel, 


RAILROAD WAGES 


Clerical employes of the Trans-Mississippi Terminal Rail- 
road Company have filed an application with the Labor Board 
for an increase of wages, practically a return to the 1921 level. 

Dock workers on the Baltimore and Ohio at Lorain, Ohio, 
have asked the Labor Board to grant an increase of ten per cent 
over the 1922 seasonal rate. 

The Southern Pacific has notified the Labor Board of an 
increased wage schedule for employees effective June 1 in the 
maintenance of way department. The advances are varied and 
range from one to two cents an hour with increases of about 
$5.00 a month for foremen. 

Train dispatchers on the Great Western have filed an ap- 
plication with the Labor Board asking for the establishment of 
a rate of $335 a month for assistant chief dispatchers and $300 
a month for trick dispatchers. 


STRIKES AFFECTED EARNINGS 


The coal and shopmen’s strikes of 1922 are set forth as the 
principal adverse factors in an otherwise successful year in 
the report for 1922 of the Baltimore and Ohio. 

The coal strike, which began in April, had a serious effect 
on the carrier due to the fact that coal tonnage constitutes 
about fifty per cent of the road’s tonnage. 

The cost of the shopmen’s strike, the report says, did much 
to offset the gain made in the first six months. “It is estimated 
that on a seasonal basis,” says the report, “the loss to the com- 
pany in net operating income by reason of the strike was not less 
than $7,500,000.” 

The report states that the year as a whole, compared with 
1921, shows an increase in gross freight revenues of 1.75 per 
cent. Freight carried increased 9.77 per cent over the previous 
year. The failure of earnings to keep pace with the increase in 
tonnage the report attributes to the effect of the ten per cent 
reduction in rates. The greater part of the increase in tonnage, 
the report says, was in manufactured articles. 


CARRIERS’ TRAFFIC RECORD 


The railroads of the United States the first six months this 
year carried the greatest freight traffic for any corresponding 
period in their history, according to tabulations made by the 
Bureau of Railway Economics, based on reports filled by the 
carriers. In a statement the Bureau said: 


Measured in net ton miles, it amounted to 225,435,608,000 net ton 
miles. This was an increase of seven per cent over the corresponding 
period in 1920 which had marked the previous record. : 

Compared with the first half of last year when, however, freight 
traffic was reduced by the miners’ strike which began on April 1 
and continued until late in the summer, the total net ton miles 
for the first six months this year was an increase of more than 
per cent. In the Eastern district, which was especially affected by 
the miners’ strike, there was an increase over the first six months 
last year of 37.6 per cent in freight traffic, while the Southern dis- 
trict reported an increase of 29% per cent. In the Western district 
the increase was 26 per cent. 

For the month of June alone freight traffic amounted to 38,000,- 
994,000 net ton miles, or an increase of nearly 31 per cent over the 
same month last year when the miners’ strike was in progress. The 
Eastern district showed an increase of more than 46 per cent In 
freight traffic, the Southern district 14 per cent and the Western 
district 17 per cent. Freight traffic in June this year has only been 
exceeded twice during that month in previous years, once in June, 
1917, and again in June, 1920. 

The average movement per freight car during the month of June 
was 28.3 miles per day. This was the highest average for any 
June since 1917 when it was exceeded by 1-10 of a mile. It also 
was an increase of 4.4 miles over June last year, and 6 3-10 miles 
over June, 1921, but a decrease of 3-10 of a mile under the daily 
average for May this year. ‘cht 

Every increase of one mile in the average movement of a frelg 
car is equivalent to the addition of 100,000 freight cars to the coun- 
try’s transportation facilities without any increase in capital ex 
penditures. H t 

In computing this average movement per day account is taken 0 
all freight cars, including all cars in transit, cars in process of being 
loaded or unloaded, cars undergoing repair, also cars on side tracks 
either awaiting repairs or for which no load is immediately available. 

The average load per car in June was 28.2 tons. This was = 
only an increase of 1-5 of a ton over the average for May this — 
but the highest average for any June since 1917, except in 1918 whe 
the average was 28.3 and in June, 1920, when it was 28.9. 
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August 25, 1923 


THE 
RAILROAD DEPRECIATION CHARGES 


The Trafic World Washington Bureau 


In No. 15100, depreciation charges of steam railroad com- 
panies, the Commission has issued a report of the preliminary 
investigation of depreciation charges in connection with steam 
roads and the tentative conclusions and recommendations of 
the depreciation section for the regulation of such charges. 
A hearing on the subject matter of the report will be held in 
Washington before Examiner Fowler, October 1. 

Paragraph 5 of section 20 of the interstate commerce act 
directs the Commission to “prescribe for carriers subject to 
this act the classes of property for which depreciation charges 
may properly be included under operating expenses, and the 
percentages of depreciation which shall be charged with 
respect to each of such classes of property, classifying the 
carriers as it may deem proper for this purpose.” 

The Commission said it had organized a depreciation sec- 
tion in its bureau of accounts to carry out the provision of the 
act and that this section’s tentative report and conclusions 
would be used as the basis for public hearings on the subject. 

The conclusions reached by the depreciation section follow: 


In reaching the conclusions submitted in this report careful 
consideration has been given to the principles underlying the 
suggestions offered and the practicability of their application, 
the fulfillment of the requirements of the amendment of Feb. 28, 
1920, and the simplest means of building up adequate data for 
the future guidance of the Commission. 

After a careful study cf the results of the preliminary inves- 
tigations the depreciation section has reached the following con- 
clusions: : 

1. That charges to operating expenses to offset depreciation 
should be confined to tangible physical property. 

2. That such property should be divided into two parts for 
depreciation accounting: (a) Property that can be individualized 
and on which depreciation charges can be accrued on a unit 
basis; (b) continuous structures which from their nature can not 
be individualized but on which it is practicable to assess deprecia- 
tion charges by proper groups in their entirety. 

3. That the cost of the property to the accounting company 
plus the cost of additions and betterments thereto, less its salv- 
age value, should be the basis for depreciation charges. 

4. That depreciation charges should be assessed only during 
the service life of the property depreciated. 

5. That no service lives, salvage values, or percentages of 
depreciation applicable to the various units or groups of prop- 
erty can be determined that will be equitable or reasonable for 
all steam roads or for such carriers by groups, states, sections, 
or territorial divisions. 

6. That the straight-line method of distributing deprecia- 
tion charges should be adopted because of the simplicity and 
practicability of its application to all units or classes of property 
and its equitable distribution of such charges. > 

7. That a minimum cost including additions and betterments 
of each unit or class of fixed property should be established in 
assessing depreciation charges. 

8. That uniform rules for the regulation of depreciation 
charges which will be applicable to all steam roads can and 
should be promulgated. 


The Commission said that, in addition to the matters dis- 
cussed in the report of the depreciation section, it desired con- 
sideration of the following questions: 


1. Has a depreciation reserve any other purpose than to pro- 
vide a means of equalizing the effect of property retirements, so 
that a disproportionate burden may not fall upon the operations 
of any one year? If so, what other purpose or purposes has it? 

2. If a depreciation reserve has no other purpose than that 
above stated, will the method of determining depreciation charges 
which is recommended by the depreciation section provide a re- 
serve which is no larger than is necessary for such purpose? 

3. Should amounts reserved as the result of depreciation 

charges from what would otherwise be surplus earnings be segre- 
gated in a special fund, to be invested in whole or in part in 
liquid assets, so that companies may be in a position to make 
necessary or desirable replacements of property even when not 
Ina position to market new securities on advantageous terms? 
_ 4. Does the straight-line method of determining deprecia- 
tion charges, as compared with a sinking fund or annuity method, 
result in larger charges than the public served can equitably be 
asked to pay? 

5. Is it practicable and desirable, in addition to accounting 
for depreciation, to prescribe an accounting rule under which 
carriers will be required to show, for each month or vear, the 
a a? which proper maintenance of the property has been 
eferred? 


REVENUE FREIGHT LOADING 


Revenue freight loading declined the week ended August 11 
due to suspension of work on account of the death of President 
Harding. The total number of cars loaded was $73,162 as against 
1,033,130 the preceding week, according to the weekly report of 
the car service division of the American Railway Association. 
Loading in the corresponding weeks of 1922 and 1921 totaled 
842,690 and 808,269 cars, respectively. 


Loading by districts the week ended August 11 and the cor- 
Tesponding week of 1922 follows: 


Eastern district: Grain and grain products, 8,686 and 10,956; live 

stock, 2,759 and 2,802; coal, 47,683 and 8,656; coke, 3,419 and 1,500; 
rrest products, 5,874 and 5,341; ore, 8,804 and 6,517; merchandise, 
1S C. L., 60,392 and 66.921; misce'laneous, 87,645 and 92,502; total, 
923, 225,262; 1922, 195,195; 1921, 196,553. 
liv, Allegheny district: Grain and grain products, 3,579 and 3,820; 
ee Stock, 2,622 and 2,745; coal, 51,918 and 20,506; coke, 6,453 and 
quid: forest products, 3,596 and 3,182; ore, 17,037 and 12,645; mer- 
andise, L. C. L., 45,693 and 49,897; miscellaneous, 76,598 and 77,587; 
otal, 1923, 207,496; 1922, 174,561; 1921, 159,339. 
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Pocahontas district: Grain and grain products, 359 and 236; live 
stock, 160 and 204; coal, 28,843 and 21,156; coke, 580 and 237; forest 
products, 1,863 and 1,032; ore, 210 and 33; merchandise, L. C. L., 
6,200 and 3,702; miscellaneous, 4,530 and 2,592; total, 1923, 42,745; 
1922, 29,192; 1921, 29,142. 

Southern district: Grain and grain products, 3,691 and 3,931; live 
stock, 2,033 and 2,148; coal, 21,597 and 17,407; coke, 1,135 and 960; 
forest products, 23,327 and 16,769; ore, 1,702 and 1,227; merchandise, 
L. C. L., 37,225 and 34,134; miscellaneous, 36,621 and 32,337; total, 
1923, 127,331; 1922, 108,913; 1921, 108,981. 

Northwestern district: Grain and grain products, 10,883 and 13,- 
812; live stock, 7,816 and 6,621; coal, 10,158 and 5,995; coke, 907 and 
968; forest products, 19,122 and 14,790; ore, 50,933 and 46,336; mer- 
chandise, L. C. L., 29,825 and 29,081; miscellaneous, 38,080 and 29,655; 


ee. 38,080 and 29,655; total, 1923, 167,724; 1922, 147,258; 1921, 


Central Western district: Grain and grain products, 13,859 and 
18,640; live stock, 12,029 and 10,898; coal, 13,076 and 6,060; coke, 291 
and 393; forest products, 11,290 and 8,380; ore, 2,725 and 2,222; mer- 
chandise. L. C. L., 34,2438 and 34,1 ‘; miscellaneous, 52,917 and 54,559; 
total, 1923, 167,724; 1922, 147,258; 1921, 125,494. 

_ _ Southwestern district: Grain and grain products, 5,092 and 5,923; 
live stock, 3,388 and 3,007; coal, 3,984 and 3,118; coke, 149 and 178; 
forest products, 8,366 and 6,157; ore, 418 and 478; merchandise, L. 
Cc. L., 14,107 and 12,694; miscellaneous, 26,670 and 20,680; total, 1923, 
62,174; 1922, 52,235; 1921, 61,863. 

_ Total, all roads: Grain and grain products, 46,149 and 57,318; 
live stock, 30,807 and 28,425; coal, 177,259 and 82,898; coke, 12,934 
and 8,415; forest products, 73,438 and 55,651; ore, 81,829 and 69,458: 
merchandise, L, C. L., 227,685 and 230,613; miscellaneous, 323,061 and 
309,912; total, 1923, 973,162; 1922, 842,690; 1921, 808,269. 


CONDITION OF EQUIPMENT 


The monthly report of the Commission to the President as to 
the condition of railway equipment and other matters related 
thereto, as required by a Senate resolution, shows that in July, 
97,412 freight cars were inspected and that 5,065 were found 
defective, as compared with 97,511 inspected and 7,647 found 
defective in July, 1922 As to passenger equipment, the report 
shows that 1,994 passenger cars were inspected in July and 24 
found defective, as compared with 1,940 inspected and 26 found 
defective in July, 1922. 

Out of 5,197 locomotives inspected in July, 3,077, or 59 per 
cent were found defective, according to the report. In the six 
months ended with June, out of 32,275 locomotives inspected, 
19,774, or 61.5 per cent were found defective. In July 568 
locomotives were ordered out of service and in the six months 
3,754. In July there were 115 accidents caused by the failure 
of some part of the locomotive or tender in which 6 persons 
were killed and 124 injured, according to the report. In the six 
months ended with June there were 549 accidents, 38 killed and 
590 injured. . 

In June the per cent of freight cars unserviceable was 8.6 
as against 8.9 in May. The per cent of locomotives unservice- 
able was 22 for road freight engines and 20.2 for road passenger 
engines, as compared with 22.9 and 21.3 in May, respectively. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period August 
8-14 was 78,404 cars as compared with 74.168 cars in the preced- 
ing period, while the average daily shortage of freight cars was 
8,315 ears as compared with 10,149 cars in the preceding period. 
according to compilations completed August 23 by the car 
service division of the American Railway Association. 

The surplus was made up as follows: Box, 55,205; venti- 
lated box, 138; auto and furniture, 1,605; total box, 56,948; flat, 
506; gondola, 5,245; hopper, 1,048; total all coal, 6,293; coke, 
236; S. D. stock, 3,373; D. D. stock, 549; refrigerator, 10,136; 
tank, 70; miscellaneous, 293; total, 78,404. 

The shortage was made up as follows; Box, 2,288; auto and 
furniture, 41; total box, 2,329; flat, 1,411; gondola, 1,984; hop- 
per, 2,209; total all coal, 4,193; coke, 40; S. D. stock, 161; D. D. 
stock, 31; refrigerator, 32; tank, 109; miscellaneous, 9; total 
8,315. 


LOCATION OF CARS. 


The percentage of home cars on home roads (Class I) as 
of August 1 was 57.9, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
The percentages by classes of equipment were as follows: Box, 
48.6; refrigerator, 74.3; gondola, 63; stock, 75.2, and flat, 64.3. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of August 1 showed the following: 
Eastern district, 96.4, as against 97.4 a year ago; Allegheny dis- 
trict, 98.8, as against 100.1 a year ago; Pocahontas district, 87, 
as against 92.1 a year ago; Southern district, 96.2, as against 
99.2 a year ago; Western district, 102.3, as against 97.8 a year 
ago; all districts, 98.6, as against 98.1 a year ago; Canadian 
roads, 97.5, as against 91.7 a year ago; Mexican roads, 104.9, 
as against 107.5 a year ago. 


LONG ISLAND CERTIFICATES 
The Long Island Railroad Company has applied to the Com- 
mission for authority to issue $1,710,000 of 5 per cent equip- 
ment trust certificates and to sell them to net not less than 95 
per cent of par plus accrued dividends. The proceeds will be 
applied on the purchase of passenger car equipment at an esti- 
mated cost of $2,158,284. 





















































































































































JUNE REVENUES AND EXPENSES 


The Commission’s official statistics on revenues and ex- 
penses of 195 Class I roads, including 15 switching and ter- 
minal companies, for June and the six months ended with June 
and the corresponding periods of 1922, for the country as a 
whole, follow: 


United States. 





Item. 1923. 1922. 
Average number of miles operated....... 235,606.29 235,800.32 
Revenue 

Freight Daly Telia nc ke mare ee een e ay Cbloe $ 387,343,495 $ 331,931,578 
ND os. 5: o:0.650.0 cv eneciet one ieasiccmees *102,850,407 796,043,861 
RE tore dnt makes onrekienee nine Rae ees 7,598,366 »470,869 
SE os ce nak rasnenen ber ecuke eter be0ne 13,171,622 11,416,035 
All other transportation ..............-. 17,346,151 16,032,869 
eae coos we Mie iitees dee eal @6le 12,332,139 10,236,970 
BE ETE on oc vccwecediesevecase 804,765 1,073,288 
I nc cs ce cepeheeoneesae 181,904 171,375 
Railway operating revenues.......... 541,266,041 474,034,095 
Expenses: 

aintenance of way and structures.... 77,241,548 70,465,977 
Maintenance of equipment............. 124,811,736 102,426,771 
MT Pitan at cad weec ee eebaka emanees.< 9:64 ,943,683 7,472,728 
PNEMEION: occacceraesseseereserons 189,635,361 167,035,236 
Miscellaneous operations ..........-.-- 4,469,327 4,272,737 
See sO Caer ace cci hia aaiidiaine ess 6 13,871,305 13,187,425 
Transportation for investment—Cr..... 962,079 s 

Railway operating expenses......... 417,010,881 364,278,517 
Net revenue from railway operations.... 124,255,160 109,755,578 
RBIS COE ACCTURIS 6.0 cccccccsccccccces 28,176,247 26,794,704 
Uncollectible railway revenues.......... 121,693 106,484 

Railway operating income........... 95,957,220 82,854,390 
Equipment rents—Dr. balance........... 6,233,579 5,154,902 
Joint facility rent—Dr. balance.......... 2,099,391 1,428,816 

Net railway operating income........ 87,624,250 76,270,672 
Ratio of expenses to revenues (per cent) 77.04 76.85 

*Includes $3,368,231, sleeping and parlor car surcharge. 

tIncludes $2,863,169, sleeping and parlor car surcharge. 

SIX MONTHS ENDING WITH JUNE. 
United States. 

Item. 1923. 
Average number of miles operated....... 235,779.23 235,725.88 
Revenues 

I La DAS seca oer Gala wath Gs RS whe Hew erArON $2,270,959,645 $1,866,764.626 
CE Gan Kena iacuipe ried eaaeacnontk 539,222,276 ~503,037,047 
Ai Parad Calg i art aioe erailune kt Wane are Seas alee We 45,518,072 44,718,860 
EE ee i ree 77,414,068 58,462,351 
All other transportation .........ccs..0- 96,706,769 $4,499,514 
Incidental ........ SOR MAM Oe Denis eee 63,485,867 52,144,250 
SE EPO, oan oid ccs vee en ecinede-e 4,954,588 5,091,317 
PE Te oe cccdicccccevcccres 1,338,547 1,040,990 

Railway operating revenues.......... 3,096,922,738 2,613,676,975 

Expenses: 
Maintenance of way and structures.... 375,437,312 346,472,420 
Maintenance of equipment............. 731,666,569 591,209,850 
Gs caatingkah able Ure Khare wie ew 6 serees 45,858,541 42,901,430 
NN re ee 1,191,589,340 1,000,449,445 
Miscellaneous operations .............. ,471,633 22,786,798 
EE - Srhhh lig adie b's Wh edieli ik Wie eaece'<rs¢ 80,425,260 79,005,504 
Transportation for investment—Cr..... 4,381,138 2,783,445 

Railway operating expenses........... 2,445,067,517 2,080,042,002 
Net revenue from railway operations.... 651,855,221 533,634,973 
Co ee eran 160,137,804 148,158,570 
Uncollectible railway revenues........... 805,359 658,098 

Railway operating income........... 490,912,058 384,817,805 
p+ gee rents—Dr. balance........... 36,572,175 27,072,909 
Joint facility rent—Dr. balance........... 10,475,814 8,575,917 

Net railway operating income....... 443,864,069 349,168,979 
Ratio of expenses to revenues (per cent) 78.95 79.58 


*Includes $17,331,104, sleeping and parlor car surcharge. 
tIncludes $15,023,064, sleeping and parlor car surcharge. 


D. T. & I. EARNING RECORD 


The Traffic World Washington Bureau 


The fact that Henry Ford’s Detroit, Toledo & Ironton re- 
ported to the Commission a net railway operating income of 
$216,188 for June as compared with a net of $123,409 in June, 
1922, has directed attention again to the earning record of the 
D. T. & I. property since its acquisition by Mr. Ford. In some 
quarters, just as was the case in the first half of 1921, the favor- 
able showing in June and the immediately preceding months 
has been made the basis for predictions that the road will show 
a large net for the entire year. Such predictions apparently 
ignore the financial experience of the D. T. & I. in the last few 
years, which has been that the road has made a favorable show- 
ing in the first half of the year but not the latter half. This 
year the property, no doubt, is benefiting by the. general increase 
in traffic everywhere and it should make a more favorable show- 
ing for the entire year than heretofore, if business keeps up, 
but in the light of the experience of the preceding years it is 
believed that it will be exceptional] if the earnings in the last 
half of 1923 keep pace with those of the first half of the year. 
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In the Economist of August 11, the following appeared with 
reference to the Ford road: 


The Detroit, Toledo & Ironton Railroad again showed a remarkable 
earning statement for June. Despite the fact that the gross income 
of the railroad for June was only $874,553 as against $904,632 in the 
same month of last year, the net operating income was $216,188, against 
$123,409 in the same month of last year, an increase of approximately 
75 per cent. The greatest saving was made in the operating expenses, 
The June statement even surpasses that of May, when the road earned 
$170,961, or $46,000 less than June. Estimates were made at that time 
that the road would earn a total of $1,500,000 this year, or more than 
the railroad originally cost Ford, it is said. 


A comparison of the above statement with the figures on 
file at the Commission does not justify, it is believed, the gen- 
eral impression given. Furthermore, at the time Mr. Ford 
acquired the property, the available information as to the cost 
thereof was that he paid approximately $5,000,000 for it and, in 
addition, assumed a certain amount of bonded indebtedness, 
Even if the road should earn a net of $1,500,000 in 1923, there- 
fore, the net would not be “more than the railroad originally 
cost Ford.” 

As to the gross income for June being less than it was in 
June, 1922, while the net increased, and the “greatest saving 
was made in operating expenses,” the road’s report to the Com- 
mission for June shows the following: The operating revenues 
totaled $874,559 as against $904,632 in June, 1922. The railway 
operating expenses totaled $497,709 in June as against $648,737 
in June, 1922 In June, 1922, however, the road spent $361,900 
for maintenance as against $205,156 in June, 1923, or $156,744 
less in June this year than in June, 1922. . 

The financial results of operation of the property since Ford 
took active charge thereof in March, 1921, follow; the figures 
showing the net or deficit for each month: 





2 Re ae $ 69,295 
ere 39,615 
179,659 March ......... 181,822 
See eee 181,986 
a rr 170,961 
po Ae eee 216,188 
16,367* 
300,404* 

PRES Sie a 383,097* 
174,457* 
138,117* 
147,940 


* Deficit. 


It will be observed from the figures above that the D. T. 
& I. made a favorable showing in the first half of 1921, as 
compared with its previous experience, particularly from April 
to September, and also in the first half of 1922, but that in the 
latter half of each year, the earnings fell off and heavy deficits 
occurred, particularly in the latter half of 1922. As to 1922 this 
has been explained, in part, by the fact that Mr. Ford made 
considerable expenditures for maintenance. It will be recalled 
that it was in the summer of 1921 that many articles were pub- 
lished showing the “wonderful” record Mr. Ford was making 
with the property, based, in part, on the earnings in April, May, 
June, July and August. 

In 1921 the road had a net of $43,322. In 1922 it hada 
deficit of $158,984. In the first six months of 1923 the net was 
$859,867 as against a net of $705,518 in the same period of 1922. 
But heavy deficits were reported in the last half of 1922, which 
wiped out the showing made in the first half of the year and 
caused a deficit for the entire year. 

Mr. Ford did not spend as much on maintenance in the first 
six months this year as he did in 1922. The total expenditures 
for maintenance in the first six months this year amounted to 
$1,432,082 as against $1,542,602 in the same period of 1922. 

Railway operating revenues for the first six months of this 
year totaled $5,031,436 as against $4.477.923 in the same period 
of 1922, while expenses totaled $3,320,599 as against $3,152,518 
in the same period of 1922, an increase of $168,081 for the six 
months. 

In 1922 Mr. Ford spent $3,934,520 on maintenance as against 
$2,543,806 in 1921. 

In 1920, before Mr. Ford had charge of the property, there 
was a deficit of $1,529,306. The increased earnings the follow- 
ing year and thereafter refiected the control of the property by 
the Ford company. 

To earn a net in 1923 of approximately $1,500,000, the D. 
T. & I will have to do as well the latter half of the year as it 
did the first half. 


THE ALASKA RAILROAD 


The Interior Department has changed the name of the 
“Alaskan Engineering Commission,” the organization that built 
the government railroad in Alaska and that now has charge of 
operations, to “The Alaska Railroad.” The Department: said the 
‘change was made because the railroad had been completed and 
was now in operation. It also said the change in name would 
eliminate confusion of this activity of the Department with that 
of the Alaska Road Commission, which was under the supervision 
of the Secretary of War and charged with the construction and 
maintenance of wagon roads in Alaska. 
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GUARANTY CONTENTIONS OVERRULED 


An important decision has been made by the Commission in 
Finance Docket No. 839, in the matter of settlement with the 
Toledo & Ohio Central ‘Railway Company under section 209 of 
the transportation act, 1920, and in Finance Docket No. 2797, in 
the matter of treatment of salvage, piecework and prices in 
settlements under section 209 of the transportation act, 1920. 
The effect of the decision is to overrule contentions of the car- 
riers as to the basis for settlements under the guaranty pro- 
visions of the act which, if approved, would have added millions 
of dollars to the cost to the goverment of the guaranty period. 
One railroad official some time ago estimated that as much as 
$100,000,000 was in issue, but this estimate was regarded as high. 

The Commission held that, in the determination “of proper 


- general, or composite, factors to be applied to test period charges 


in fixing the amounts which shall not be exceeded in charges 
to operating expenses for maintenance in the guaranty period, 
under the provisions of section 209 of the transportation act, 
1920, the use of separate factors for new and scrap materials 
and the recognition of changes in the proportion of piece-work 
represented in wages paid is impracticable under existing cir- 
cumstances and is unnecessary to substantial justice; also, that 
in determining the difference in cost of material during the 
guaranty period as compared with the test period, actual cost 
of the material applied, as shown by the accounts kept in ac- 
cordance with our classifications, should be used.” 

Counsel for the Toledo & Ohio Central, Boston & Maine, 
Atchison, Topeka & Santa Fe, Pennsylvania, Union Pacific, 
Lehigh Valley, Central of New Jersey and the Erie appeared in 
the proceedings. The decision was made by Division 4, com- 
posed of Chairman Meyer and Commissioners Bastman and 
Potter, with the latter dissenting. 

The dicision follows: 


Consideration of methods properly to be adopted in the adminis- 
tration of the provisions of paragraph (3) of subdivision (ft) of sec- 
tion 209 of the transportation act, 1920, requiring us to fix the maxi- 
mum limit of amounts to be included in the operating expenses of 
carriers for maintenance of their property in the guaranty period, led 
us to the conclusion that there should be determined a factor “‘repre- 
senting the increase in the general level of cost of labor and material 
for the territories in which the lines of railway of the carrier are 
situated’; and that this factor should be applied to the carrier’s 
aggregate average maintenance expenses of the test period, excepting 
amounts included in accounts not here in question. Adjustments 
were to be made in recognition of changes in the amount or use 
of the property; and the resulting sum was to be regarded as the 
“amount to be fixed by us as that which shall not be exceeded in 
charges to operating expenses for the purposes of the guaranty for 
the aggregate of maintenance of way and structures and maintenance 
of equipment.” Final Settlement Under Section 209, 70 I. C. C. 711, 
715. In the same report, we announced that carriers would be re- 
quired, in submitting their claims or statements, to report the 
increase in cost of labor and material for their respective territories, 
but were informed that the prices actually paid by them might 
not represent the increase in cost for which the law required ‘“‘due 
allowance” to be made. In explaining this qualification, we said, 
“What we construe the proviso* to mean and what we find to be 
practicable in a settlement of these matters contemplates a deter- 
mination of changes in the general levels of cost of labor and material 
beyond the carrier’s control.” In administering this principle, we 
have given consideration to and have made allowance for special con- 
ditions affecting individual carriers which were not applicable to 
other carriers operating in the same general territory. We further 
announced our conclusion that such determination could not_practic- 
ably be made upon the basis of any rigid rule or formula, but that 
the allowances must be fixed in the exercise of a reasonable judgment 
upon consideration of all the relevant facts and circumstances, 

In the application of these principles in settlement with indi- 
vidual carriers, questions have arisen as to the recognition of certain 
elements in the determination of factors for territorial and individual 
application. Three of these questions are the subject of these pro- 
ceedings. They received much attention in the consideration of the 
claim of the Toledo & Ohio Central Railway Company, Finance Docket 
No. 889, and after various conferences with representatives of that 


company, and at their request, were set for formal hearing, stated 
as follows: 


“(1) The difference in amount of salvage recovered during the 
guaranty period as compared with the test period; the separation 
thereof as between scrap and usable material; and the effect thereof 
in determining the equation factor to be used. 


(2) The effect on said factor of the use of the piecework sys- 
tem in a portion of maintenance work during the test period but not 
during the guaranty period. ; 

“(3) Whether the purchase price or the chargeout price should 
be used in determining the difference in cost of material during the 
guaranty period as compared with the test period.” 

Evidence in behalf of the Toledo & Ohio Central was presented 
at this hearing, which was held on January 30, 1923. Upon request 
of other carriers, a further hearing upon the same question, in Finance 
Docket No. 2797, was held on March 2, 1923, at which evidence was 
presented in behalf of the Boston & Main Railroad Company, the 
Pennsylvania Railroad Company, the Atchison, Topeka & Santa Fe 
Railway Company, and the Lehigh Valley Railroad Company. These 
and other carriers were permitted to file briefs; and oral argument 
in both cases was heard on May 17, 1923. 

l. The Question Involved in the her asa A and Disposition of Salvage 

n the usual practices of carriers, the replacement or repair of 
facilities involves the recovery of more or less material, known as 
salvage. Such of this material as has value is regarded in two gen- 
eral classes, (1) material that may be used again by the carrier, and 
(2) material for which the carrier has no further use and which is 
sold as scrap. Amounts realized from the sale of scrap, as well as 
the value of usable salvage, are, or should be, applied as credits in 
arriving at the cost of the repairs as charged in eee expenses. 
As a rule, the prices of all material, including scrap, were higher in the 
guaranty period than in the test period, but these carriers contend 





. *Referring to the proviso mentioned in paragraph (3) of subdivi- 
Sion (f) of section 209. 
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that the price or sale value of scrap did not increase in the same pro- 
portion as the price of new or usable material and that this difference 
should receive recognition by us in fixing the amount allowable for 
maintenance in the guaranty period. 

The essential nature of the question may be more clearly under- 
stood from the following illustration: 

Let it be assumed that new material was applied in maintenance 
work in the test period costing $100, and that the work resulted in 
the release or recovery of old material which was sold as scrap for 
$10. — o this credit, the net amount charged to operating ex- 
penses was $90. Let it be further assumed that in the guaranty 
period a like amount of similar new material would have cost $200, 
an increase of 100 per cent, but that an amount of scrap corresponding 
to that sold in the test period would have sold for $15, indicating 
an increase in the value of scrap of only 50 per cent. The carriers 
contend, in these proceedings, that in fixing the allowable charge 
for maintenance in the guaranty period, we should take into account 
the less increase in the value of scrap and apply to the test period 
charges separate factors for new material and for scrap. The effect 
ap 7, allowance under the circumstances here assumed would 

e as follows: 


1. Assuming the same increase for scrap as for new material. 











Guaranty 
Test Period 
. ; Period Factor Allowance 
Mn a, ea ae $100 200% $200 
PE IE Noob oe ctedisigc eeihnccocd 10 200 20 
Ce eae $ 90 200% $180 
II. Allowing for difference in increase. j 
Guaranty 
Test Period 
Period Factor Allowance 
Ce A aE ee $100 200% $200 
WN, RI aSins 68ers ilaraneetencink 10 150 15 
a ee errrer ee 205 5-9% $185 
In the foregoing illustration, the increase in the material factor 


through the special treatment of scrap is 5 5-9 points, and the 
increase in the allowance is $5. 

In the case of the Toledo & Ohio Central, it is claimed that the 
difference in the carrier’s general, or composite, factor resulting from 
the special consideration of scrap would be about 7 points, or 7 per 
cent, of the maintenance charges for an average six months of the test 
period, and would increase the carrier’s maintenance allowance about 
$56,000; and that for the New York Central System, of which the 


Toledo & Ohio Central is a part, the increase 1 4 
than $3,000,000. P ase would amount to more 


Calculations or estimates by other carriers subject to section 209 
show greatly varying effects upon the general factors obtained through 
special consideration of scrap factors, the spread ranging from zero 
to 17 points, A statement submitted by a witness for the carriers pur- 
porting to show the number of points the composite factors of 49 
companies would be decreased by not including separate equation 
factors for scrap material indicates results varying from .104 to 
10.473, the average being about 5. 


The cause of these substantial variations is not stated of record 
and is not apparent. Although local conditions doubtless had more 
or less effect upon prices of scrap, there is no basis in the record 
or within our knowledge for a conclusion that the variations are 
wholly or even in substantial degree accounted for by differences in 
local condition. Why. for example, should the effect of scrap in the 
case of the Central Railroad C. of New Jersey be only 1.5 while in 
the case of the Lehigh Valley, a neighboring road, it is 8? It must be 
borne in mind that a change of one point in the composite factor 


means a much greater variation in the particular accounts here 
under consideration. 


It appears from this record and from a study of the returns to 
our orders under section 209 that the practices of different carriers 
in the handling of salvage and scrap, their disposition, and their 
treatment in the accounts have been far from uniform. These differ- 
ences in accounting and practice may account in large measure for 
the disparity in individual showings. Our investigation of the prices 
of scrap leads to the conclusion that with the exception of scrap 
rail there was a less increase in those prices than in the prices of 
new material but that the differences were not so great as those 
claimed by these carriers. It must not be assumed from our illus- 
tration of the principle that the question involved is subject to definite 
determination upon any simple mathematical rule. Such simplicity 
does not obtain in practice where many different methods are applied 
in accounting for salvage and scrap; where many different methods 
may be applied in the determination of factors; where there is no 
definite relationship between new material used and the salvage credit 
charged, and no definite relationship between the new materials used 
and the scrap disposed of; where there is no uniform method in the 
practice of accounting for salvage materials reapplied, some roads 
taking such materials into the accounts and others not; where many 
materials make up the list of new materials and salvage materials 
that must_be considered; and where the selection and composition 
of materials may be, and are, widely different and varving. Material 
factors developed under any plan or formula are predicated upon a 
fixed selection or composition of materials in the test period which, for 
economical or other reasons, the carriers have not followed in the 
guaranty period, with the result that the effect of applying any 
fixed plan or formula will give fallacious results in determining the 
general level of prices. In many cases factors are based upon a 
relatively small group of primary accounts—too small to afford a 
basis for general application. In many cases insufficient proportions 
of the materials have been subjected to analysis. The factors thus 
obtained by the carriers have been anplied to accounts for which no 
factor had been developed. The difficulties involved in the deter- 
mination of individual scrap factors are further indicated by the 


statement of the head of the Engineering Section of our Bureau of 
Finance, as follows: 


“Retirements, additions, betterments and repairs progress simul- 
taneously; the resulting salvage is hopelessly intermingled: actual 
separation is not practicable and is seldom, if ever, attempted in 
practice. In order to accord scrap the treatment for which the 
carriers contend, a separate factor, and hence, a separate allowance. 
would have to be determined for each kind and group of material 
and for each class and group of labor in the test period. Each item 
of material would have to be separated as to new and salvage ma- 
terials; the salvage would have to be separated as between usable and 
scrap; thé usable’ would have to be separated’ ss between that taken 
into accounts and that reused without being ‘taken into the accounts; 
then the scrap would have to be separated further as to that charge- 
able to onerating expenses and that not so chargeable, etc.: for, as a 
carrier witness said, the factors for each and for all are verv different.” 

That the doubtful character of these claims, ‘if not their lack of 
equity, is recognized by many of the carriers is indicated by the fact 
that at the time of the submission of these cases some 60 of the class 
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I carriers alone, including several of the 49 above mentioned, had 
aecepted final settlement of their claims under section 209 without 
special recognition of scrap factors. 4 

The principle that the relatively lower price of scrap in the 
guaranty period affects the general factor may perhaps be theoret- 
ically sound, but the effect on the general factor as developed by 
the formulas used by the carriers, also varies with what the indi- 
vidual carrier elects to do and with its method of accounting, inde- 
pendently of the change in prices. There are almost many indetermin- 
able elements that enter into the computations of separate factors for 
scrap, and many elements within the control of the carrier that 
cannot be checked from the books and that affect the factor, though 
there be no change in the general level of prices. In practice it is 
impracticable to apply the theory of separate factors for new and 
scrap materials. We are further of the opinion that any effect upon 
the general factor due to the smaller increase in the prices of scrap 
than in the prices of new materials in the guaranty period, will be, 
and is, less than the limit of accuracy of any general factor that 
may be determined by or under any plan or formula. We are unable 
to accept the contention of the carriers that in fixing the allowable 
eharge for maintenance in the guaranty period we should apply 
separate factors for new materials and for scrap materials to the test 
period amounts. While we reach this conclusion, we have realized 
that the change in the scrap prices during the guaranty period, as 
rompared with the test period, is a relevant fact to be taken into 
ronsideration in arriving at our judgment as to the general factor 
to be applied to the net charges of the test period, and without 
reliance upon or the acceptance of any fixed rule or formula, or the 
neceptance of returns of the individual carrier as controlling, we shall 
eontinue to accept evidence as to this change, and this evidence will 
be analyzed and we shall continue to give it such weight in arriv- 
ng ne a general factor as in our judgment its character seems to 
us ws 

2. The Question involved in the Abolition of Piece-work 

The contention here considered has its origin in changes in work- 
Ing conditions, inaugurated during federal control and: continued in 
the guaranty period, whereby certain employes received compensation 
In the guaranty period at day-rate wages instead of compensation 
based upon units of production, or piece-work, as in the test period. 
It is claimed by the carriers that this change resulted in a decrease 
»f production in relation to compensation in the guaranty period, as 
rompared with the test period, and that a proper comparison of the 
“cost of labor’ in the two periods should take this loss in effective- 
ness into account. According to an exhibit submitted by the Penn- 
iylvania Railroad Company, the compensation of employes engaged 
In equipment repairs for that company in the test period was divided 
47.6 per cent to piece-workers and 52.4 per cent to day workers. The 
rate per hour of piece-workers averaged 40.8 cents and of day-work- 
ers 25.5 cents. In earning 47.6 per cent of the compensation the 
piece-workers used only 36.3 per cent of the total hours of work. 
According to a statement submitted by another witness, covering 
computations for 17 carriers, the number of points by which the com- 
posite factors would be decreased through exclusion of the piece- 
work computation, would range from about 4 points in the case of the 
Zanesville & Western to about 14.5 points in the case of the Cleveland, 
Cincinnati, Chicago & St. Louis. The carriers propose various 
methods of giving recognition to the alleged loss in effectiveness 
through the abolition of piece-work, but, in general, the proposal is 
to compare all of the compensation in the guaranty period with that 
portion of the compensation and service in the test period which was 
based upon the day-work plan. In determining the difference in 
“cost of labor’ as between the test period and the guaranty period, 
we have used as a dividend for each period the entire compensation 
of labor, whether in the form of a bonus, payment by the piece, or 
payment by the unit of time, and have used as a divisor the total 
number of hours of labor. 


The contention that piece-work should receive special recogni- 
tion and that the loss in effectiveness should be measured by the 
number of pieces produced under each system, ignores certain fac- 
tors which, although difficult to measure, are manifestly important. 
The piece-work method obviouslv tends to increase quantity of out- 
put at the sacrifice of quality. Further, this method requires greater 
expense for supervision and accounting. It is also evident that com- 
parison of the entire labor in the guaranty period with the portion of 
labor under the day-work plan in the test period, in order to be per- 
suasive must assume that the character of the day-labor in the 
two periods was substantially the same; but it is asserted that in 
the test period the more efficient employes were compensated on the 
piece-work plan and it cannot be assumed that the output or produc- 
tiveness of the dav-work employes in that period is properly repre- 
sentative of the effectiveness of all employes in the guaranty period. 

The alleged inefficiency of labor in the guaranty period as com- 
pared with the test period was given very careful consideration by 
us previous to the issuance of our report in Finance Docket No. 
1176, ‘‘Maintenance Expenses under Section 209,’ 70 I. C. C. 115, dated 
July 12, 1921. We reached the conclusion. as stated in.our report, 
that the words “cost of labor’? as used in this connection did not 
open the door to a comparison of the quality or efficiency of labor. We 
said ‘‘To hold otherwise would be contrary to the plain intent of the 
proviso, for it is impossible by resort to the accounts of carriers to 
determine the relative efficiency of labor at various periods, and the 
introduction of this indefinite and intangible factor would have rele- 
gated the ‘accounting’ test to the very limbo of controvery and con- 
flict of opinion which it was designed to avoid. Moreover, what the 
earriers have in mind is really not cost of labor. but cost of accom- 
plishment, an aggregate made up of the cost of labor multiplied by 
the quantity necessary for a given task. If it had heen the intent to 
include the factor of quality or effectiveness or efficiency, whatever 
it may be termed, this would have been done in apt and unmistakable 
language and not by the strained construction of a phrase susceptible 
of a simpler interpretation. This view is strongly confirmed by the 
history of the negotiations.’”” We are of the opinion that the reason- 
ing and conclusion in that case are applicable to the contention here 
under consideration, and conclude that the recognition of the changes 
in the proportion of piece-work represented in the wages paid is 
impracticable under the existing circumstances, and is unnecessary 
to substantial justice. 

3. The Question of Prices Properly to Be Used In Determining the 
Difference In the Cost of Material Used In Maintenance During 
the Guaranty Period as Compared with the Test Period. 


We have found it necessary, in some cases, to fix less amounts 
than were claimed by the carriers for the cost of materials used in 
maintenance work, as included in operating expenses in the guaranty 
period, the reduction or disallowance being due to the use by the 
earriers of “‘purchase’’ prices instead of ‘“‘chargeout” prices. The 
latter term, as here used, means the weighted average cost of the 
materials applied. as nearly as it may be ascertained. The ‘‘purchase” 
price, on the other hand, is the current, or approximately current, 
price of similar material, and is determined by consultation of market 
prices or by reference to the last, or a recent, invoice covering the 
purchase of such material. In normal times, the difference in the 
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result of these methods is relatively unimportant; but in a period of 
rapidly rising or declining prices, it is apparent that the current 
prices may not be even approximately representative of the cost of 
material in stock. It is a matter of common knowledge that the 
period immediately succeeding the test period, and continuing through 
the guaranty period, was characterized by extraordinary advances 
in the cost of nearly all’ materials used in repair work. The prac- 
tices of different carriers vary, some hones. | the price shown by the 
latest invoice of similar material purchased, others using the prices 
shown by the first invoice of the month in which the charge is made, 
and others the approximate average of all similar material in stock. 

That the effects of the use of “purchase’’ prices instead of 
“chargeout” prices are important is indicated by an exhibit of record 
showing the increase in points in composite equation factors occasioned 
by use of purchase instead of chargeout or issue prices in the case 
of certain carriers, as follows: 


TS i I II 5 5 aigcas 6 Ses ctdreic a glow siod wis ceee.teneecswemences 11.000 
SS NE SEE 5 onic skies ic c:c cree wnelewciacwes eeleveweeicns 2.038 
CHIGCRHO, THGIAGNADONS GB EOUIBVIHIS. ococc cc cccccccseccsccswccese - 10.000 
Detaware, Lackawanna GB Western ....c.ccccsccceccscecececion 3.894 
OF i ee ae raves wail oy-eparactceia wi aiarererant snip ate a eare - 9.260 
Se POON Siig CN. oi onus dor iver ecimewiceas enema sree ere owe 8.238 


Opposition to the use of the ‘“‘chargeout’’ prices as proposed by 
us is based upon two principal grounds: (1) It is alleged that current 
prices better represent the true expense of operations; (2) Due to 
the fact that materials in stock ordinarily represent purchases at 
different times and are commingled, it is impracticable to determine 
the actual cost of particular material applied. As to the first con- 
tention, it may be said that the system of accounts prescribed for 
the use of carriers provides that materials and supplies shall be 
carried on the balance sheet at cost, and that the repair or main- 
tenance accounts shall include the materials and supplies which are 
applied at their cost. The following is quoted from page 32, sub- 
division (b) of paragraph 3, under the heading of “special Instruc- 
tion,” of our Classification of Operating Revenues and Operating 
Expenses of Steam Railroads, effective July 1, 1914: 


“Cost of materials and supplies includes the cost of materials 
and supplies, including small tools, at the point of free delivery, 
plus freight charges of foreign lines, and the costs of inspection and 
loading assumed by the carrier; also a proportion of store expenses 
(see section 16). It should not, however, include expenses of trans- 
portation over the carrier’s line. In calculating the cost of materials 
used, proper allowance shall be made for the value of unused por- 
tions and of cuttings, turnings, borings, etc., and for the value of 
the material recovered from property repaired and from temporary 


tracks, scaffolding, cofferdams, and other temporary structures used 
in repair work.” 


On page 47 of our classification of Income, Profit and Loss and 
General Balance Sheet Accounts, effective July 1, 1914, under Account 
716, “Material and Supplies,’”’ it is stated that: 


“This account shall include the balances representing the cost. 
less depreciation, if any, of all unapplied material, such as road and 
shop material, articles in process of manufacture by the accounting 
company, fuel, stationery, and dining car and other supplies. In 
determining the cost of material and supplies suitable allowance 
shall be made for any discounts allowed in the purchase thereof.” 


Our classifications, therefore, were drawn to provide for the 
accounting for maintenance of way and structures and maintenance 
of equipment upon the basis of the actual cost of materials and 
supplies that are applied as nearly as such cost can be ascertained. 
We have recognized the practical difficulties involved in an attempt 
to keep exact account of materials and supplies in stock purchased 
at different times and at varying prices, and have deemed it suffi- 
cient to accept approximately correct results. The practice of resort- 
ing ta current market prices, or to the most recent purchase, instead 
of using the actual cost as nearly as it may be determined, would 
result in substantial increases in the amounts sought to be charged 
to the government under the provisions of section 209, and due regard 
for the public interest requires that a more equitable rule be insisted 
upon. The law places upon the carriers the full responsibility for 
the correct statement of their accounts in accordance with the pre- 
scribed rules and regulations, and the accounts should be a true 
record of the facts they purport to show. ‘They furnish the best evi- 
dence of the cost of materials and. supplies at the time of their use 
and concurrently with the entries on the books, and are the accepted 
record upon which are based all sworn reports and statements issued 
by the carriers. To countenance or permit a collateral attack upon 
the established rules and principles whenever it may appear to work 
to the interest of the carriers would not only be unfair to the 
government but would also lead to uncertainties and confusion. We 
believe that the uniform application of the ‘‘charge-out” price will 
reach results just to both the carriers and the government. 

We conclude that in determining the difference in the cost of 
materials during the guaranty period, as compared with the test 
period, the actual cost of the materials applied, as shown by the 
accounts kept in accordance with our classification, should be used. 
: What has been said in discussing separately the questions directly 
involved in these proceedings may properly be supplemented by a 
general statement applicable to these and to all other questions in- 
volved in the administration of the provisions of section 209, as far 
as that duty was committed to us. The determination of the railway 
operating income of all carriers accepting the provisions of section 
209, in which the fixing of amounts chargeable for maintenance was 
only one, although an important part, presented a task of great mag- 
nitude and difficulty. The difficulties were enhanced by the necessity, 
recognized in the statute, of giving the carriers the benefits of the 
section as promptly as possible. Due to the fact that the period to 
which the guaranty applied succeeded the enactment of the relief 
provision, proper regard to the interests of the government, under 
other circumstances, would have demanded the careful policing of all 
factors within the carriers’ control entering into the accounts mak- 
ing up the railway operating income for the guaranty period. It 
could not be assumed that, even though constrained by a sense of 
public duty, the carriers would resist the natural inclination to resolve 
doubts in their favor, where opportunity offered. Such a program o! 
supervision was impossible. What we construed the law to require. 
and what we did; was to adopt such a general plan of procedure as 
in our opinion would secure the greatest measure of justice to the car- 
riers, individually and collectively, and protection to the government 
as could be-secured with the force and means at our disposal. Pur- 
suant to this necessary plan, it was decided to rest the ascertainment 
of income preliminarily, and, so far as possible, ultimately, upon the 
returns of carriers, compiled under general rules and instructions. 
The determination of territorial factors for use in the fixing of main- 
tenance allowances, as described in Final Settlement under Section 
209, supra, was a part of this plan. The carriers now before us 
insist that the guaranty of section 209 is individual and not collective 
or territorial; but we believe that the statute, as a whole, requires 
only that which is practicable. We have departed from territorial fac- 
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tors where the individual circumstances seemed clearly to justify 
differentiations. : ; 

One feature of our practice in the fixing of prices of materials in 
the guaranty period received much attention in the proceedings and 
may well be mentioned here. By his contracts with the carriers whose 
properties were under federal control, the Director-General bound 
himself to return to the carriers at the end of federal control the 
materials taken over by him, or their equivalent at prices then 
current. Whether the Director-General returned material in kind 
or its money equivalent at prices current March 1, 1920, the cost to 
the carrier of the replaced material, or of material purchased with 
the cash equivalent, was the price at which such material stood in 
the accounts at the beginning of federal control, which was prac- 
tically the test period price. Nevertheless, these materials, if applied 
in the guaranty period, were charged to operating expenses in accord- 
ance with the regular practices of the carriers, usually at prices 
approximately current. We have not deemed it practicable to allocate 
the materials here in question and to apply cost prices thereto, al- 
though it may be assumed that the carriers have substantially profited 
by the omission. 


FRUIT AND VEGETABLE SHIPMENTS 


“Carlot supplies of principal fruits and vegetables are mov- 
ing at the rate of about 2,000 cars per day,” the Bureau of 
Agricultural Economics, Department of Agriculture, said in its 
weekly review. “They are increasing as usual at this time of 
the year, but still are less than a year ago by about one- 
seventh, which is not far from the proportion of the total sup- 
plies of the two seasons thus far. Increasing shipments of pota- 
toes, sweet potatoes, cabbage, lettuce, celery and pears more than 
offset the seasonal decrease in melons, cantaloupes, peaches and 
tomatoes. The center of activity is beginning to shift to the fall 
lines of produce.” 


The totals from the summary ofcarlot shipments follow: 





Totals for week and season as regularly subject to revision be- 
cause of the receipts of late and corrected reports from the railroads. 
Asteriks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

Tuesday, Aug. 21, 1923. 
Total Total 


this last 
season season Total 
Aug. 12-18 Aug. 5-11 Aug. 15-19 to to last 

1923 1923 1922 Aug.18 Aug.19 season 
i ...... 597 723% 1,205 5,148* 6,347 112,182 
ek ...... ae 251* 334 13,932* 18,019 40,950 
Canmotal  s- . 1,209 1,435* 763 19,608* + 24,179 30,126 
— 80 66 71 6,752 5,213 «14,782 
— 697 692 729 2,240 1,805 59,886 
ee Total vo 551 486+ (400 -22,142* «18,148 22,081 
aoa... Sit 744% 580 15,215* 12,556 19,775 
a 375 363* 523 6,680" 9,280  —-29,783 
im fo 1,265 1,755 2,261 17,246 19,112 38,318 
am, 1,364 1,033* 1,314 6,381 4,804 20,318 
ion ewe 83 * * 9910 * 8 5,021 
sind, “psi 336 178 429 733 1,274 21,446 
a 182 + 230% 490 15,380* 18,761 26,499 
tar... 1,870 2,098* 1,734 26,125* 42,978 47,070 
We tal oe 3.353 2,641* 4,050 43,828" 58,879 251,644 





* Includes all delayed and corrected reports received to date. 
* *Unavoidable. 


In Bulletin CSD-16, movement of refrigerator cars, M. J. 
Gormley, chairman of the car service division of the American 
Railway Association, under date of August 21, made recom- 
mendations to railroads as to the handling of refrigerator cars. 
Mr. Gormley included in the bulletin a memorandum from W. P. 
Bartel, director of the Bureau of Service of the Commission, 
as to peddling of fruit from refrigerator cars. The bulletin 
follows: 


Fruits and vegetables moved during August, September and 
October, 1922, amounted to 123,685 cars. It is estimated that 160,455 
cars of fruits and vegetables will be offered for shipment during the 
ae period this year. This means an increase of 36,770 cars over 
ast year. : : 

rh is, therefore, more important than ever heretofore, in view 
of the greatly increased production, that— 

1. Refrigerator cars, both loaded and empty, be moved promptly. 

2. That there be no delay in placing the loaded car or the move- 
ment of the empty car when unloaded. ‘ 

3. That embargoes be issued without any delay against any 
consignee due to accumulation caused by delay in unloading or other- 
wise. 

4. Prevent by proper policing methods the use of refrigerator 
cars for (so called) peddling of contents. 

(Your attention is directed to letter from the Director of the 
Bureau of Service of the Interstate Commerce Commission quoted 
on pages 3 and 4 of this circular. with respect to conditions found 
by one of their agents with reference to peddling of fruits from 
refrigerator cars.) : 

Local agents and officers should keep constantly before shippers 
and receivers of perishable products, local associations and shippers’ 
committees any instances of delay in unloading of_refrigerator cars. 

Energetic action to prevent delay of every description to re- 
frigerator cars on the part of railroads and the shippers and re- 
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ceivers of perishable traffic, we believe, will result in moving this 
year’s crop without any serious car shortage. 


Director Bartel’s memorandum follows: 


In a report received from one of our representatives, dated 
- . , August 13, 1923, occurs the following in connection with 
-_. . . Railway Company: : 

“This carrier is permitting fruit dealers to use cars as cold stor- 
age plants, assessing demurrage and permitting consignees to dis- 
pose of same from tracks piece-meal. S. F. R. D. 12903, peaches, 
consigned to . . .. , who has no suitable warehouse for this class 
of freight, arrived August 3 and was made empty night of August 
11, 8 days. P. F. E. 9588, peaches, consigned to same party, arrived 
August 13 and will be handled in same manner, * * * 

In conversation with - . . this afternoon he informed me he 
would make every effort to release this last car of peaches promptly 
but he also declared that it would depend entirely upon what the 
market conditions were, as he would not sell at a loss. Other fruit 
dealers here, of which there are 5 or 6, have the necessary cold 
storage. No public coal storage plant in this city.’’ 

From the above it seems probable that the carrier does not 
understand that the service of transportation does not include the 
right upon the part of a consignee to demand of the carriers, either 
at common law or under the act to regulate commerce, the privilege 
of using the car as a place for vending its contents to the public. 
In this connection, your attention is directed to what the Commis- 
sion said in the Car Peddling Case, 45 I, C. C. 494, from which the 
following is quoted: 

“We cannot, however, give our sanction to the view that the 
use of a car by a shipper as a place for vending its contents to the 
public is a service of transportation or a right that the carload 
shipper may demand of the carrier either at common law or under 
the act to regulate commerce. Nor are we able to accept the view 
that the 48 hours of free time, provided under the carriers’ tariffs 
to enable the shipper to unload the car, embraces a right in the 
shipper to open a public shop in the car during the time, or that 
its further detention, under demurrage, for unloading or for any 
similar transportation service, subjects the car and the carrier’s 
track and station pons to use by the shipper as a place of. busi- 
ness with the public. The suggestion that the acquiescence in the 
practice throughout a substantial period of years by the carriers in 
this limited section of the country, gives it the status of a trans- 
portation practice and confers upon the Commission the power, 
under section 15 of the act, to require its continuance on the theory 
that the withdrawal now of the privilege would be unreasonable, 
has no basis in reason or in authority. Transportation is a public 
service and its general scope has long been well defined and under- 
stood. It has never been considered to include any such use of a 
carrier’s equipment and station property as is here asserted; and the 
mere toleration by the carriers through a period of years of such a 
use of their property affords no basis for a ruling that the practice 
has now grown into a shipper’s right and a carrier’s duty and is a 
transportation service.” 

It might be well, if you think there is any chance that this mat- 
ter is not fully understood by carriers generally, to bring the sub- 
Stance of this decision to their attention. 


the 


Secretary Hoover, of the Department of Commerce, has 
announced that the Department is working with co-operative 
organizations producing fruits and vegetables on the Pacific 
coast to facilitate the transportation of those products. Mr. 
Hoover said the Department was seeking to get the growers’ 
organizations and the carriers to co-operate to the end that short- 
age of refrigerator equipment would be met. The Department, 
he said, was working with the Chamber of Commerce of the 
United States, steamship lines, and local commercial organiza- 
tions, as well as the railroads, in an effort to have the ship- 
ments handled as expeditiously as possible. 





LUMBER SHIPMENTS 


Production of lumber in the United States, as reflected by 
390 of the larger commercial sawmills of the country, was about 
the same for last week as for the preceding week (based on 
revised reports from 392 mills), says the National Lumber Manu- 
facturers’ Association. Shipments showed an increase of about 
3 per cent and new business a decrease of approximately 3 per 
cent. With 128 mills reporting as against 122 for the week 
before, unfilled orders of West Coast mills increased from 305,- 
893,356 feet to 325,860,186 feet, and 137 Southern Pine mills 


showed a decline in their order file from 231,411,399 feet to 
223,839,786 feet. : 


For all the reporting mills, shipments were 85 per cent and 
orders were 76 per cent of actual production; for the Southern 
Pine Association mills these percentages were 94 and 85, and for 
the mills of the West Coast Lumbermen’s Association, 89 and 
84 per cent. Of the entire number of reporting mills, 359 re- 
ported normal production for the week, in relation to which 
actual production was 108 per cent; shipments 94 and orders 
85 per cent. 

The following table compares the lumber movement for the 
three weeks designated: 

Preceding 
Corresponding Week 1923 


Last week Week 1922 (Revised) 
MR gi ich: > vial wise ed Sar aeerere 3s 386 392 
ere re 259,305,080 239,268.3£7 261,708,204 
I si estate vere sras'e. iter waste 220,907,864 210,034,018 215,271,913 
SE etitea nie OS oc eile eee ws 197,797,789 227,369,561 203,628,650 


For the first 33 weeks of 1923, and the corresponding weeks 
of 1922, the lumber movement of reporting mills was as follows: 


Production Shipments Orders 
Sid save neeewiena 8,267,570,284 8,287,450,1638 8,193,307.052 
BEE ante aiiweenanicae 6,942,857,907 6,900,666,282 7,405,047,392 


1,324,712,377 


1923 increase 1,385,783,881 788,259,660 

































































JOINT EXPRESS RATE CASE 


The Trafic World Washington Bureau 


Answering the application of the American Railway Ex- 
press company for an injunction forbidding the enforcement of 
the Commission’s order directing the establishment of joint 
express rates over through routes between New York and the 
southeast, via Washington, Chief Counsel Farrell, in behalf of 
the Commission, said the findings and conclusions announced 
by the Commission in its report on the complaints of the 
Southeastern Express Company and the Southern Fisheries 
Association were fully supported and justified by the evidence 
submitted in those cases. 

Further, he said the Commission, in making its report of 
March 12, 1923, considered and weighed carefully, in the light 
of its own knowledge and experience, each fact, circumstance 
and condition called to its attention on behalf of the parties 
to the proceedings, including all matters covered by the Dill 
filed in behalf of the American Railway Express Company. 

Answering still farther, the Commission’s chief counsel said 
the order of July 9, based on the report of March 12, was not 
made or entered either arbitrarily or unjustly, or contrary to 
the relevant evidence, or without evidence to support it, also 
that in making the order the Commission did not exceed the 
authority which had been duly conferred on it, or exercise the 
authority in an unreasonable manner. The Commission denied 
each and all the allegations in the bill, other than those set- 
ting forth the formal facts about the making of the report 
and the entering of the order, and particularly that the order 
deprived the complainant of its property without due process 
of law in violation of the fifth amendment, or any other part 
of the Constitution. 


In its application for an injunction, filed by H. S. Marx in 
the federal court for the northern district of Georgia, the 
American Railway Express Company alleged the order of the 
Commission requiring it to enter into through route and joint 
rate arrangements with the Southeastern Express Company 
constituted a taking of its property without due process of law, 
in violation of the fifth amendment to the Constitution. The 
orders were entered in No. 12784, Southeastern Express Com- 
pany vs. A:nerican Railway Express Company, 78 I. C. C. 126, 
81 I. C. C. 247 and in No. 12786, Southern Fisheries Association 
vs. American Railway Express Co. et al., same references. 
Hearing is to be had on this application, September 12. 


Mr. Marx, in his bill said, the order of the Commission, 
requiring the establishment of specific routes did not conform 
to the statutory authority of the Commission in that, if per- 
mitted to become effective, it would require the American to do 
unreasonable and unjust acts in that it would require the 
express company to short-haul itself in circumstances that 
were not contemplated or authorized or required by law; that 
the order, in effect, would require the American to surrender its 
revenues, to use its properties of great value, and to incur 
great expense for the picking up, handling, transporting and 
delivering of express traffic, and would then require the com- 
pany to surrender this traffic, unnecessarily, at an intermediate 
point, far short of destination, although it has routes and serv- 
ice to destination. 


Another allegation about disregard of the statutory limita- 
tions of the Commission’s powers, the bill said, was its finding 
that the prohibition against short-hauling did not apply to 
express companies. The bill said the order, if permitted to 
become effective, would permit shippers to route express ship- 
ments without regard to the company’s lawful rights and that 
the order was unjust and unreasonable and therefore beyond 
the statutory power of the Commission because it would permit 
the shippers to route shipments so as to short-haul the com- 
plainant. In conclusion the bill says: 


Your orator avers that it can have no relief against the matters 
and things herein set out, and especially against the said order of 
the said commission, except through the protection of a court of 
equity, and if the said order is permitted to go into effect, its 
property will be taken without. due process of law under an order 
of the said commission which is illegal and invalid and, in contempla- 
tion of law, does not exist. And your orator will be subjected to 
a multiplicity of actions on account thereof, and will likewise be 
required to institute many actions at law or suits in equity for 
the purpose of protecting its rights and its property. And the public 
will be inconvenienced, the movement of traffic will be disarranged, to 
the great inconvenience of your orator and of the public in general. 

If your orator. does not comply with the said order, it will be 
subjected to suits, and penalties and fines under the terms of the 
Act of Congress, known as the Interstate Commerce Act and the 
amendments thereto which will aggregate very great amounts of 
money; and it will be made subject to many suits in equity and actions 
at law at the instance of the government and of interested carriers 
and shippers; in each of which suit or action separate proof must be 
made and separate findings will be had. 

So that your orator must either submit to the said order which 
it believes and alleges to be unjust, unreasonable, and unlawful for 
each and all of the reasons herein set out, or it must submit to un- 
reasonable suits as above detailed, which must be defended in the 
circumstances mentioned. Thus your orator must act in circumstances 
which do not provide a safe and adequate judicial review of said 
order; and insomuch as the appeal to the courts can be had only 
at the risk of paying penalties so great that it is better to nae to 
orders of uncertain legality than to ask the protection of the law, 
there will be a denial of that due process of law guaranteed to your 
orator by the fifth amendment to the constitution of the United States 
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upon which your orator relies. Unless the said order of the com- 
mission is suspended and set aside your orator will suffer irreparable 
damages for which there is no adequate remedy at law the nature 
of which damages is hereinbefore specified. 

Your orator can have that judicial review of said order guaranteed 
by the constitution and contemplated by law, in only a court of equity, 
and under its protective processes. 


I. C. C. WAGE STATISTICS 


“The summary of monthly reports of employes, service and 
compensation filed by Class I railroads for the month of May, 
1923, shows that the number of employes and the amount of 
compensation were greater than for any month since the revi- 
sion of the classification, July 1, 1921,” the Bureau of Statistics 
of the Commission said in its report on wage statistics for May. 

“The number of employes reported for May, 1923, shows an 
increase of 267,991, or 16.5 per cent, over the number reported 
for the same month last year, and an increase of 52,567, or 
2.9 per cent, over the number reported for April, 1923. The 
total compensation for May, 1923, was 19.8 per cent greater 
than in May, 1922, and 5.6 per cent greater than in April, 1923. 
Compared with the same month last year the average straight 
time hourly earnings for all employes reported on an hourly 
basis decreased from 58 to 54 cents, and overtime hourly earn. 
ings decreased from 77 to 75 cents. But owing to more regular 
employment the employes as a whole averaged 222 hours in 
May, 1923, as against 210 hours in May, 1922, which resulted 
in an increase in the average monthly earnings from $128 to 
$132. 

“The following table shows a comparison of the straight 
time hourly earnings of hourly workers by groups as reported 
for May, 1923 and 1922, together with approximate reduction 
in pay roll expense for May, 1923, as a result of the changes 
in rates as reported. It should be remembered that the aver- 
age hourly earnings by groups are influenced to some extent by 
the proportions of skilled and unskilled labor within the group. 
The net saving shown has been to some extent offset by 
increases granted since May, 1923. 


Straight time 
hourly earn- Straight 
ings, May time Reduction 
1923 1922 hours, payroll 
Group cents cents May, 1923 expense 
Professional, clerical, etc........ 55.7 57.5 47,865,911 $ 861,586 
Maintenance of way and struc- 
DAE ER eI RE 41.6 43.0 84,242,669 1,179,397 
Maintenance of equipment and a 
RE RN Tre Samar: Wee 61.5 119,078,087 5,239,436 
Transportation (other than train, _ ly 
engine and yard) ........+.. 52.8 53.7 41,335,343 372,018 
Transportation (yardmasters, 
switch tenders and hostlers) 60.8 60.6 4,500,626 *9,001 
Transportation (train and en- 
WING BOFVICOE cccocccccccecs 76.5 73.8 67,799,872 ‘ preg 


The monthly earnings, by groups, were as follows: 


Monthly earnings of 
Employes Employes 
reported reported on 

on daily basis hourly basis 
May, May i, May. 


Group ; 1923 1923 923 1922 
Executives, officials and staff assistants... $426 $420 ae Riel 
Professional, clerical and general......... 179 178 $123 $124 
Maintenance of way and structures........ 239 237 92 90 
Maintenance of equipment and stores.... 242 243 130 128 
Transportation (other than train, engine 

ee ak eee See ey 97 100 123 123 
Transportation (yardmasters, switch o 

COMESLS GM DOSCISTE) 2:0 cece ccciccssecce 254 255 150 145 
Transportation (train and engine service) .... iva 193 180 


A comparison of the number of employes and their compen- 
sation, by months, follows: 


Class I Steam Roads 
Number Total 


Month of employes compensation 
I coisig wks bas dacs tiene aw cee seemanccaael ,628,22 $216,672,028 
BPTI, | isos. deactocl oleae cso 5.06 nb 3 Siow demons 1,685,41 22,932,689 
A din. 6k alo wea es eiWdleleiR ie aie wala wd eet ter 1,467,824 193,571,244 
NN I io ale icin oc hadlogine BSG a ue eattes 1,594,074 224,976,644 
NN i co ac achiero a earsieiataneeiee.o aan ,708,591 238,735,394 
a arias sacle as drb owo.ese eer EIN eee eee 1,804,315 255,514,000 
PEE olin caine ccenesiqs sis Soe ReeEs 1,820,463 249,286,713 
I eo cccivcis voce eo cem erene ow eeed 1,788,590 247,672,515 
I IE 5 Scales 6 vag arerd ee acewrnee Ske oem 1,779,516 250,051,786 
I NN ig wn s'wg ikcicd unre meron tee exaadl »783,555 230,416,541 
EE fase:d:5.0::c'0:816- Viws 2d:544e18e See OG baOeY 1,816,479 255,447,764 
I I 55a: tein a ecarand’ 0:4 eax ed Geena Seat 1,843,652 245,874,117 
EE, TEE | Diao vatoe bee nd ovles paced ceed eReee 1,896,219 259,679,265 


GREENBRIER & EASTERN STOCK 


The Commission has authorized the Greenbrier & Eastern 
to issue $1,000,000 of its capital stock to carry out its plans of 
financing itself as set forth in its application. 


APACHE RAILWAY NOTE 


The Apache Railway Company has been authorized to execute 
its promissory note for $455,000, under its second mortgage, 
and deliver it to the Atchison, Topeka & Santa Fe as rein- 
bursement for materials and supplies furnished by the latter 
in aid of the construction of the Apache’s line from Holbrook to 
Cooley, Ariz. 
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NATRON CUT-OFF AUTHORIZED 
The Trafic World Washington Bureau 


The Commission has issued a certificate authorizing the 
Central Pacific Railway Company to construct the so-called 
Natron cut-off in Lane and Klamath counties, Oregon. The pro- 
posed cut-off figured prominently in the Southern Pacific-Central 
Pacific control case, counsel for the Southern Pacific having 
declared that the cut-off would be constructed just as soon as 
the “cloud” on the title of the Southern Pacific to the Central 
Pacific was removed. The state of Oregon urged that the cut- 
off be constructed. The final step in removing the “cloud” was 
taken last week by Attorney-General Daugherty when he an- 
nounced he would not appeal from the decision of the federal 
district court approving the order of the Commission author- 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words 
to the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. The TRAFFIC 
WORT.D. 418 South Market Street, Chicago, Ml. 














POSITION WANTED—Traffic man, eleven years’ commercial traf- 
fic, five years’ railroad experience; thoroughly familiar with all phases 
of traffic work, clerical and operating, including claims, tracing, rout- 
ing, expediting and fair knowledge of rates»‘or will act as Chicago 
Traffic Representative for an out of town concern. Address O. R. T. 
571, Traffic World, Chicago. 


POSITION WANTED—As traffic manager by young man aged 32 
years, with fourteen years’ railroad and industrial experience. At 
present employed as traffic manager by million dollar jobbing house 
in Middle West. Will go anywhere after August 18. Address O. W. N. 
569, Traffic World, Chicago. 


SITUATION WANTED—As Traffic Manager, fifteen years’ ex- 
perience in charge traffic department manufacturing company operat- 
ing own switching, preceded by railroad experience, thoroughly fa- 
miliar railroad practices, rate adjustments and classifications, claims, 
formal and informal complaints. Full knowledge purchasing and sales 
— Satisfactory references. Address C. H. A. 567, Traffic World, 

icago. : 








CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service and Carload 
Distributors 





JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


waC0, TEXAS | THE HEART OF TEXAS 
Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 














Break-Bulk at Cincinnati 


USE US TO: Forward Break-Bulk Shipments; Make 
Local Distribution; Collect Drafts; Handle Pool Cars; 
Advance on Warehouse Receipts. 


We’re up on our toes for serviee. 
THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE CINCINNATI, OHIO 
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ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 


with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


NEW YORK CITY 


IF WANT POOL CAR DISTRIBUTION SERVICE 








WANT A DISTRIBUTING WAREHOUSE 
WANT A DELIVERY SERVICE IN GREATER NEW YORK 


WANT YOUR SHIPPING AND STORAGE PROBLEMS 
YOU TO RECEIVE PERSONAL ATTENTION 


Get in touch with 


L. Ellinger Distribution Warehouses 
24 Washington St., New York City 


Merchandise Storage and Pool Car 
cricagisand Keone cers DAStPIDUTION — 200 car Loan 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


We Bind The Traftic World 


Me || Se 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superi«r Street, Chicago 








TOLEDO, OHIO | 


The Toledo Terminal Warehouse Co. 
028-930 GEORGE STREET 
TOLEDO. OHIO 


STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 





Petry Express & Storage Co. Inc. 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warechousemen’s Association. 







BIRMINGHAM, ALA. 


In the Heart of the South 


Harris Transfer & Warehouse Co. 


Established 1880 
over 40 years of honorable service 


Distribution & Warehousing 
Unlimited Facilities 


Let us have your inquiries 


Offices, ground floor Chamber of Commerce Building 
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izing the Southern Pacific to acquire control of the Central 
Pacific by lease and stock ownership. 

The Central Pacific, in an application filed shortly after the 
Commission’s decision in the control case, asked permission to 
construct the cut-off, extending from a point near Oakridge, 
Lane county, in a general southerly direction to a point near 
Kirk,” Klamath county, Oregon, a distance of approximately 118 
miles. Permission also was requested to retain the excess 
earnings for 10 years but the Commission denied that, simply 
holding that the matters of record did not justify approval. 

In the report the Commission said the Southern Pacific 
system included a line from Portland, Ore., to connections with 
its other lines near Sacramento, Calif., and that this north-and- 
south line was the only railroad directly connecting California 
with Oregon and Washington. A part of this line is owned by 
the Central Pacific and the rest by the Southern Pacific. Con- 
tinuing, the Commission said: 


From Springfield Junction, Ore., a point on this main line about 
127 miles south of Portland, a branch extends in a southeasterly 
direction to Oakridge, a distance of 40 miles. That part of this 
branch extending from Oakridge to Natron, a distance of 34 miles, 
is owned by the applicant. Another branch of the applicant’s rail- 
road extends from Weed, Cal., in a northerly direction 127 miles 
to Kirk. The proposed line would connect ,the ends of these two 
branches and together with them would form a new route between 
Weed and Springfield Junction, 10.6 miles shorter than the present 
line. The proposed line was located in 1907-1908. This location is 
now being retraced and in part revised. The route passes through 
a mountainous territory within national forest preserves and the 
Klamath Indian Reservation. _ 

The area to be served is estimated by the applicant to be 2,663,042 
acres. This would make a belt about 23 miles wide on each side of 
the proposed line. It is estimated that 2,330,042 acres are in tim- 
ber and the rest in pasture. Grazing is represented to be the only 
industry. It is stated that grazing permits have been issued for 
about 15,000 sheep and 1,000 cattle and that these permits cover 
substantially the capacity of the territory, which will not be in- 
creased by the proposed construction. The applicant estimates that 
there are 37,055,377,000 feet of standing timber in the tributary area, 
of which one-fourth will move out in the log, and the rest, equivalent 
to 41,189,500 tons, will be shipped as lumber. There is no land under 
cultivation and the estimate of traffic submitted does not indicate 
that any important agricultural development is expected. The ter- 
ritory is sparsely inhabited, the total estimated population of the 
new territory to be served being 200. The population of Lane and 
Klamath counties, in 1920, was 36,166 and 11,413, respectively. Sta- 
tions will be established at McCredie, Hot Springs. Odell, and 
Crescent, none of which points has an estimated population exceed- 
ing 20. 

The primary purposes of the proposed construction are to de- 
velop the local traffic which, it appears, will be almost wholly de- 
pendent on the exploitation of the timber resources, and to com- 
plete an alternate line between Weed and Springfield Junction, a 
distance of 296 miles, over which through traffic can be_ handled 
more economically than by the existing line. Substantially all freight 
moving between Weed and Springfield Junction will be hauled over 
the proposed line. The amount of traffic to be diverted from the 
present main line is estimated at 1,275,000 tons a year southbound, 
consisting chiefly of forest products, and 250,000 tons a year north- 
bound, mainly groceries and vegetables. This estimate is based on 
the present traffic and should show a normal increase. 

Annual gross revenues are estimated by the applicant at $102,665 
during construction, $2,464,848 during the first five years thereafter, 
and $2,952,729 after the first five years. The annual net railway 
operating income is estimated at one-fourth of the gross revenue. 
The estimated construction cost, without equipment, is $16,182,616, 
with a possible addition of $650,800 to provide for the use of heavier 
rail, There are 20 tunnels on the proposed route, which are expected 
to cost $2,923,631. The estimate of construction cost is based on 
the location made in 1907-1908. It is now proposed to use a maximum 
grade of 1.8 per cent instead of 1.5 per cent used in that location. 
This should reduce materially the cost of construction. The conclusion 
that the proposed line would earn a fair return on its cost is prob- 
ably justified. The line will be built and operated by the Southern 
Pacific Company as lessee, and that company will handle the traf- 
fic with its present equipment. In its return to our questionnaire 
the applicant stated that it proposed to begin construction as soon 
as authority therefor was received and to complete the line within 
two and one-half years thereafter. The Public Service Commission 
of Oregon recommends a limit of two years within which to complete 
the line if the request for permission to retain excess earnings is 
granted, alleging this to be a reasonable time. 


No definite plan for financing the construction cost is presented. 
The applicant states that this will depend on its cash resources and 


the condition of the financial markets at the time the work is 
undertaken, 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago held a special luncheon August 
24 and was addressed by Prof. William J. Cunningham, of the 
transportation department at Harvard University. 


The Oil City-Franklin Traffic Club will resume its monthly 
meetings September 20, at which time reports will be received on 
the annual summer outing and preparations made for the fall 
and winter program. 


President F. W. Smith of the New York Traffic Club has 
issued a call for a special meeting Aug 29, to consider the resolu- 
tions adopted recently by the Associated Traffic Clubs of Amer- 
ica at Indianapolis. 


The Kansas City Traffic Club will hold a private showing of 
the moving picture, “Westbound Limited,” at the Pantages 
theater August 27. Pictures of the club picnic will be displayed 
at the same time. 
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Personal Notes 





The Nickel Plate has taken another man from the Com- 
mission force. J. H. Agate has resigned, as of September 1 
to become assistant general counsel, the vice preseident and 
general counsel of this company being W. A. Colston, who was 
director of the bureau of finance when he resigned from the 
Commission service. Mr. Agate has been in charge of the pub- 
lic convenience and necessity section of the bureau of finance 
and at the same time in charge of the section that handled the 
interlocking director work of the finance bureau. Mr. Agate, 
whose Office will be in Cleveland, entered the Commission service 
three years ago. He went to Washington from Rochester, where 
he had practiced law, and for a time was in the War Department. 
Ray W. Clarke, closely associated with W. A. Colston in Nickel 
Plate consolidation work, also resigned from the Commission 
staff to take up, in part, the work of the Van Sweringens in the 
development of the Nickel Plate system. 

C. S. Gibson has been appointed traffic commissioner of 
the newly organized traffic bureau of the Paris (Texas) Cham. 
ber of Commerce. 

F. E. Scott has been appointed general freight agent for the 
Southern Pacific Company, with office at Los Angeles. 

J. Rowland Bibbins has been retained by the City Planning 
Commission of Indianapolis, to advise on the general trans- 
portation plan of the city. 

The Maine Central has announced the following appoint- 
ments: Clifford A. Small, commercial agent, Lewiston, Maine, 
the position of traveling freight agent having been abolished; 
James E. O’Donnell, commercial agent at Bangor, Maine. follow- 
ing the resignation of A. H. Robinson; Guy A. Shaw, traveling 
freight agent Portland, from which position Mr. O’Donnell was 
promoted. 


F. L. Salisbury has been appointed general agent for the 
Louisville & Nashville, at Jacksonville, Florida, following the 
promotion of A. G. Payne. 

T. A. Durant has been appointed traffic commissioner for 
the Grand Forks, North Dakota, Commercial Club. He was for-. 
merly on the staff of the traffic director of the St Paul Asso- 
ciation. 

J. C. Winfield, and S. F. Baker have been appointed as- 
sistant general freight agents for the St. Louis & Southwestern 
of Texas, with headquarters at Tyler, Texas, effective September 
1. The position of general agent, freight department, has been 
abolished. 

W. L. Evans has been appointed traveling freight agent for 
the Louisville & Nashville, at Houston, following the promotion 
of F. L. Salisbury. 


INTERLOCKING DIRECTORATES, ETC. 


Landon C. Bell was authorized to hold the position of di- 
rector of the Big Sandy & Cumberland Railroad in addition to 
positions previously authorized. 

In addition to positions previously authorized, the follow- 
ing named persons were permitted to hold positions with the 
roads mentioned: J. W. Davis, Atchison, Topeka & Santa Fe 
and Santa Fe Pacific; I. L. Hibbard, G. Holterhoff, Jr., and L. B. 
Jones, Sunset Railway; Ogden L. Mills, Atchison, Topeka & 
Santa Fe and Santa Fe Pacific. 

The Commission permitted J. D. McCully to hold the posi- 
tions of director of the Grand Canyon Railway and the Verde 
Valley Railway. 

Ralph N. Begien was permitted to hold the position of di 
rector of the Belt Railway Company of Chicago, in addition to 
positions previously authorized. 


Frank N. Hoffstot was authorized to hold the position of 
director of the Huntingdon & Broad Top Mountain Railroad & 
Coal Company, in addition to positions previously authorized. 

The Commission permitted Harry E. Graham to hold the 
position of director of the Huntingdon & Broad Top Mountain 
Railroad & Coal Company, in addition to positions previously 
authorized. 

George T. Atkins and William G. Crush were permitted to 
hold positions with the Missouri-Kansas-Texas Railroad Com- 
pany of Texas and the Missouri-Kansas Texas Railroad 
Company. 

Albert T. Clifton was permitted to hold positions with the 
Missouri-Kansas-Texas Railroad Company of Texas and the 
Texas Central Railroad. 


HAWAIIAN LINE SECURITIES 


The Oahu Railway & Land Company, of Hawaii, has appl‘ed 
to the Commission for authority to issue $2,500,000 of additional 
capital stock for the purpose of making the total capital stock 
correspond more nearly with the actual and book value of its 
assets. The stock will be distributed to stockholders as 4 
stock dividend. The present capitalization is $5,000,000. 
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PORT OF HOUSTON 


WHERE SEVENTEEN RAILROADS MEET THE SEA 
The Funnel Through Which Pours the Traffic of the Great Southwest 


[ee The first seven months 
sae me of 1923 show an increase 

ae in tonnage of 174% over 
the same period of 1921 
and 55% increase over 
the same period of 1922. 








Houston’s Wharves were | fl 
busy during the first 
seven months of 1923. 




















Seven hundred and four 
arrivals and departures. 

















The increase in tonnage 
proves that Houston is a 
live port. Does it not? 






They handled 1,538,705 
tons of freight. 





During the same period 
of 1921—320 arrivals and 
departures handling 562,- 
333 tons of freight, and 
in 1922 519 arrivals and 
departures handling 991,- 
350 tons of freight. 





Houston is preparing to 
take care of the enormous 
increese in tonnage. 










Six new wharves and a 
million bushel grain ele- 
vator to be added to her 
present facilities during 
1923. 













FOR FURTHER INFORMATION, Address 
DIRECTOR OF THE PORT, Fifth Floor, Court House, Houston, Texas 





INTERIOR. VIEW SHOWING A PART OF COFFEE CARGO 

120,000 SQUARE FEET FLOOR SPACE, concrete construction throughout; three compartments; sprinkler system; 
electric conveyor trucks and stacker; 72 cars, private tracks. 

Quick out bound rail avd water s«rvice; very low irsurance rate. 

MERCHANDISE ACCOURTS FOR STORAGE AND DISTRIBUTION SOLICITED. 

WE CALL SPECIAL ATTENTION to our facilities for h ndling, storing and distributing full 2nd part cargoes of 
coffee, sugar, rice, beans, canned goods of all kinds, dried fruits, packing house products, farm implements, 
automobiles and steel products. 

Your shipments to HOUSTON can be financed through our NEGOTIABLE WAREHOUSE RECEIPTS. 

We offer our efficient and reliable service, backed by years of experience in the warehouse business. 


BINYON SHIPSIDE WAREHOUSE C0., INC., HOUSTON, TEXAS 
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LIVESTOCK LOADING CHARGES 


Increased charges for loading and unloading livestock at the 
Chicago Union Stockyards, suspended in I. & S. 1851 and on 
which hearing was had before Examiner Hillyer at Chicago, 
July 18 (Traffic World, July 21, page 149), are attacked as illegal 
and not justified in a brief for the protestants, the carrier mem- 
bers of the Illinois Freight Association. According to the brief, 
the stockyards have never applied the ten per cent reduction 
that was applied to freight rates. The protestants ask that, in 
light of the evidence, the increase not only be forbidden but 
that the ten per cent reduction be applied to the old rate of one 
dollar a car. 

The carriers insist that the stockyards company is taking 
$350,000 annually from the revenues of the carriers for unload- 
ing and loading services and that this constitutes an increase 
of 400 per cent for unloading and 200 per cent for loading over 
the rates then obtained in 1917. The carriers say that they 
perform the same services at their own yards for fifty cents a 
car. 

The tariff in question proposes to increase the charge for 
loading and unloading double-decked cars from one dollar to 
two. In arguing the legality of the increase the brief says, in 
part: 


This tariff is plainly unlawful. It subjects the shipper to an 
extra charge which the law has declared he should not have to pay. 
It also requires the line-haul carriers to choose between two penalty 
provisions of the act. Either they must depart from their own pub- 
lished tariffs and pay the Stock Yard Company more than their tariffs 
state will be paid or they must make the extra charge against the 
shipper which the law forbids. In either case they might be subject 
to the penalty provisions of Section 10 of the interstate commerce act 
subjecting the company to a fine of $5,000 for each offense and its 
officers to both fine and imprisonment for two years. In addition, 
if they choose the first stated horn of the dilemma and paid the 
Stock Yard Company more than authorized by their published tar- 
iffs, they might be subject to the penalty provisions of the Elkins 
Act for rebating to a shipper. The record shows that the Stock Yard 
Company is a large shipper of hay and corn, receiving annually 900,000 
bushels of corn and 60,000 tons of hay, and paying demurrage charges 
of $3,099.61 to the railroad companies on this account. Any pay- 
ment to such a shipper unauthorized by tariff might constitute a 
rebate, for under the Elkins Act the prohibited payment need not 
be directly connected with a particular transportation service. 


The carriers contend that the only way in which the stock 
yards can increase its charges for loading and unloading live 
stock under the present law is by filing a formal complaint 
against the present compensation provided by the tariffs of the 
line haul carriers. 

The brief points out that, while the volume of livestock 
handled at the Chicago yards has not increased materially since 
1917, the total payments by the carriers for loading and unload- 
ing increased from $77,794 in 1917 to $348,108 in 1922. 

A comparison of the expenses and earnings of the stock- 
yards company is made from figures taken from the annual 
reports of the stockyards to the government and to the Com- 
mission. By this comparison, the brief says it is shown that the 
earnings of the stockyards company amount to 39.3 per cent a 
year on the outstanding capital stock or 31.2 per cent on the 
investment account, if the returns made by the company are 
correct, 

The contention of ihe stockyards company has been that the 
labor cost of loading and unloading a car of stock was $1.03, 
while the carriers have insisted that a study of the actual time 
use showed that the labor costs indicated 7.6 cents. The brief 
says: 


Of course, both of these figures cannot possibly be right, with a 
difference of more than 1,200 per cent between them. Our figures 
show the labor cost of the actual time spent in the work of loading 
and unloading live stock with no allowance for idle or unoccupied time 
in connection with that service, or any other serviee. The figure of 
the Stock Yard Compary appears to be inclusive of idle and un- 
occupied time not only for that particular service, but apparently 
for all other services. No one can justify the increase in the actual 
labor cost from 7.6 cents per car to $1.033 per car on any theory of 
cost distribution and expect to convince any unprejudiced mind that 
there is not something radically wrong with the figure. 

Our study is not attacked as being incorrect for that which it 
purports to show—namely, the actual time spent on the particular 
service. While it will be 
total labor cost of that service, it must also be admitted that any 
method of assigning direct labor costs which increases the actual cost 
from 7.6 cents to $1.033 per car is open to serious challenge on its face. 





The carriers further insist that there is no increasing use 
of the double decked car as is claimed by the stockyards 
company. They also point out that the increase of this charge 
would have to be met by an increase in the livestock rate and 
this they hold to be impractical at present. Operating costs at 
the stockyards, they insist, have decreased in the last few years 
and should be accompanied by reduced rather than increased 
rates. 


CONQUEST OF THE NORTHWEST 


In a brief on I. and S. 1787, I. and S. 1558, No. 11289, United 
Light and Railways Company et al. vs. Director-General et al., 
and No. 10741, Cedar Rapids Gas Company vs. Director-General 
et al., railroad attorneys say that if the case could be written 
up from the newspaper point of view, seeking the news interest, 
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it might well be entitled “The Conquest of the Northwest.” The 
case (see Traffic World, July 21, p. 145) is that created by the 
proposal of the Louisville & Nashville and the Southern to cance] 
the joint rates on coal from mines in Kentucky, Tennessee ang 
Virginia to the Twin Cities and the northwest, so as to allow 
higher combinations on the Mississippi to apply. The question 
has been in a state of turmoil for some time. Shippers have 
protested against the cancellation of rates. They have con- 
tended, among other things, that the effort to cancel the rates 
was an effort on the part of the lines west of the river and those 
using the lake routes to force coal through the lake docks, rather 
than have any of it come via the all-rail routes, except at higher 
rates. 

Attorneys for the western lines who suggested a newspaper 
eaption said: 

We have presented the spectacle of a limited number of mines, 
enjoying a preferential basis of all-rail rates, in addition to alternative 
rail-lake-and rail rates, and with markets in the east and south, ex- 
tending their markets westward for one thousand miles and more 
and growing by ‘‘leaps and bounds’ as one witness testified. With 
unreasonably low freight rates and a coal far superior to that pro- 
duced by their competitors they are making great strides. 

And one of the strangest things about the situation is the fact 
that, as is well known, the greatest coal deposits in the country are 
in the west. In short, under the present extremely favorable freight 
rates, the Louisville & Nashville mines are now depleting the supply 
of coal in the east and shipping it far into the west, while, in the 
course of time unless some other source of heat and power has been 
developed, it will be necessary to ship the western coal to eastern 
cities. 


Commenting on the position of the Louisville & Nashville 
respecting the rates, the attorneys for the western lines said that 
road had changed its position several times. They said: 

This it has a perfect right to do. But the western roads should 
not be forced to continue as partners in the present unreasonably 
low rates simply in order that the Louisville & Nashville and its 
coal operators shall reap a golden harvest. An examination into the 
rates from the Louisville & Nashville mines will show that they have 
not been increased in percentages at all comparable with those ap- 
plicable to coal moving over the docks or moving all-rail on com- 
bination rates. The joint rates are unreasonably low. The Com- 
mission knows from its own statistical reports that the western car- 
riers are not earning large amounts and that to put additional rates 
upon the basis of the lowest which can be found would be ruinous, 

It seems out of the question to remove the discrepancies between 
the joint rates and the combination rates by reducing the latter to the 
joint rate basis. There is absolutely no reason why Louisville & Nash- 
ville mines should enjoy lower rates than those on the Chesapeake & 
Ohio and other eastern lines. The Louisville & Nashville mines are 
grouped with other mines in the Crescent on rates to Chicago. 
Whatever inequalities in distance exists, are in the haul up to Chicago. 
It is contrary to common sense and to the decisions of the Commission 
to have mines which are equalized at an intermediate junction point, 
such as Chicago, take different rates to points beyond the junction. 
The Commission should not lend its aid to the perpetuation of the 
present joint rates. : 

The witness for the Louisville & Nashville advanced another 
argument in favor of the continuance of the joint rates, saying that 
in his opinion it is poor judgment, to say the least, to ask us to 
make increases of this character at this time when everybody is 
fed up with rate increases, and calling for reductions. ; 

We pass this without comment, beyond saying that we believe 
and trust that this case will be decided upon the record and the law, 
and not as a political matter in whichwt would be quite appropriate 
to ascertain what the public is calling ¥or. 

In conclusion, we have been requested to state that the eastern 
earriers intervening in support of the cancellation concur in the 
views filed in this brief 

In behalf of the Twin City Coal Exchange, iis brief said it 
could add nothing to the previous records in these cases. 

“It ‘would like to emphasize,” said its brief, “that eastern 
carriers, other than the Louisville & Nashville, all of whom 
have heavy movement of coal to Lake Erie, and the western 
carriers, all of whom serve docks on Lake Michigan and on 
Lake Superior and the producers using the lake and dock route 
for the marketing of their coal, and their subsidiaries, the west- 
ern docks, have united to prevent the movement of any coal 
except by the route which they favor for their own particular 
purposes. 

“All the testimony and all the issues presented in this pro- 
ceeding have been before the Commission in formal proceedings 
and disposed of by previous decisions. The case, therefore, 
comes within the scope of the decision in Traffic Bureau of Nash- 
ville vs. L. & N., 43 I. C. C., 366.” 


TEXAS LINE EXTENSION 


The Waco, Beaumont, Trinity & Sabine Railway Company 
has applied to the Commission for authority to extend its line 
from Livingston, Texas, to Beaumont, Port Arthur and West 
Port Arthur, Texas, and retain excess earnings, if any, derived 
from the operation of the extension. The total length of the 
proposed extension, including 20.16 miles of trackage, is givel 
as 101.10 miles, and the total amount of proposed new construc- 
tion, 80.94 miles. If the trackage is not used, the entire mileage 
of 101.10 miles will be constructed. 

The applicant owns and operates a line from Weldon to 
Livingston, Texas, a distance of 48.3 miles. It also is operating 
and is about to acquire the Colmesneil line from Trinity to 
Colmesneil, Texas, a distance of 66.6 miles. The applicant 
said the proposed construction would obtain for it a large vol- 
ume of through traffic and would furnish new and valuable 
markets to the territory served for agricultural, mineral and 
animal products. 
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Great Lakes Transit Corporation 


General Office: Great Lakes Transit Corporation Building, 223 Erie St, Buffalo, N. Y. 












Ww. J. CONNERS, SHERMAN J. SEXTON, 
Chairman of Board ice- ident, 
uffalo, N. Y. Buffalo, N. Y. 
J. C. EVANS, President, R.M. RUSSELL, 
Buffalo, N. Y Secretary and Treas 
w. J. CONNERS, Jr. Buffalo, N. Y 
First Vice-President, J.F. CONDON, 
uffalo, N.Y. General Passenger Agent, 
Mi pPrewid W.R uneen, bame +i 
Vice- ident, ~R. . or, 
" Buffalo, N.Y. Buffalo, N. Y. 
E.C. ANDREWS, J. F. TREBLE, 
Vice-President, Freight Claim eh 
Buffalo, N. Y. F. A. STANLEY Buffalo, N. Y. 
H. S. NOBLE, hte! ° G. C. WILLIAMS, 
Vice-President, Freight Traffic Manager, General Manager and 
Buffalo, N. Y. Buffalo, N. Y. General Western Agent, 





FREIGHT SERVICE. 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. \ 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity Refrigerator freight ca- 
over two million tons. pacity about forty thou- 
sand tons. 


Through rates are in effect, between the Atlantic Sea- 
board, Eastern Basing points, also Lake Ports; and 
Western and Northwestern points, including Chicago, IIl.; 
Milwaukee, Wis.; St. Louis, Mo.; Duluth, Minn.; Minne- 
apolis, St. Paul and points beyond. 


Through rates are also in effect from Youngstown, O.; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, O., 
and points in the same general territory to Duluth, St. 
Paul and related points. 


Under arrangements with connecting rail lines this Cor- 
poration maintains a service via rail-and-lake between 
Eastern points and territory in the West, Southwest and 
Northwest, including Pacific Coast. 


INFORMATION FURNISHED SHIPPERS OR RE-: 
CEIVERS ON APPLICATION WILL DISCLOSE A CON- 


SIDERABLE SAVING IN RATES AS COMPARED 
WITH ALL-RAIL. 


In order to secure the benefit of our unexcelled rail-and- 
lake service, combined with the saving in rates, shippers 
should mark their bills of lading plainly, “care Great 
Lakes Transit Corporation.” 


Address F. A. Stanley, Freight Traffic Manager, Great 
Lakes Transit Corporation Building, 223 Erie St., Buffalo, 
N. Y., or any of the agents mentioned below. 


AGENCIES 


Boston, Mass.—539 Old South Building. Milwaukee, Wis.—18 West Water St. 
P. L. Stuart, New England Agent. VF. Carbone, General Agent. 
Buffalo, N. Y.—Great Lakes Transit Minneapolls, Minn.—1120 Metropolitan 


































Corporation: Bidg., 223 Erie St. Life Building. 
W. J. Meagher, Genera] Agent. W. J. Elliott, General Agent. 
Chicago, U1.—233 East North Water St. New York, N. Y¥Y.—298 Broadway 
E J. Hogan, General Agent. (Barclay Building) 

Cleveland, 0.—Lake Front, Foot Ninth WB. Riddle, General Agent. 
Street, N. W. Philadelphia, Pa.—452 The Bourse. 
M. 8S. Mead, General Agent. W. H. Zeliff, General Agent. 
Detroit, Mich.—Foot of Cass Street. ion % Pa.—1826 Oliver Building. 
. B. Bourke, General Agent. L. B. Williams, General Agent. 
Duluth, Minn.—Palladio Building. St. Paul, Minn.—315 Pioneer Building. 

Geo. C. Williams, General Western General Agent. 





Agent. Sault Ste. Marie, Mich.—Kemp’s Dock. 
Erle, Pa.—Foot of Holland Street. R. GC Ki 





. ine, Agent. 
J. B. Bryan, General Agent. Washington, D. C.—326 Mills Building. 
Houghton, Mich.—44 Isle Royale St. L, Agnew Myers, Agent, 
C. O. Berglund, General Agent. 





Cruise the Great Lakes this summer on the 
Great Lakes Transit Corporation 
Steel Steamers 


TIONESTA JUNIATA OCTORARA 


**The World’s Finest Cruise’’ 
Orchestra Dancing 


Ask Anyone Who Has Made the Trip 













Joint Services with 


Hamburg-American Line 
NEW YORK TO HAMBURG 


*“MOUNT CLAY ...... Aug. 30 $#RELIANCE ......... Sept. 18 
TRESOLUTE ......... Sept. 4 FHANGA .... cc cccccee Sept. 20 
tALBERT BALLIN ...Sept. 6 RESOLUTE ........... Oct. 2 
*THURINGIA ........ Sept. 13 *+ WESTPHALIA ........ Oct. 4 


*3rd Class Passengers.. + Cabin and 3rd Class Passengers. 
t ist, 2nd and 3rd Class Passengers. 


BOSTON TO BREMEN AND HAMBURG 
BRASILIA (via Baltimore and Norfolk).............++++. Aug. 28 
PHILADELPHIA TO BREMEN AND HAMBURG 
FURST BULOW (via Baltimore and Norfolk)........... Sept. 15 


BALTIMORE TO BREMEN AND HAMBURG 
DEEASTETA Cele THOM. oioeice's ccc cicc cc scccceeescescbes Sept. 10 
FURST BULOW (ele. OCT) 0 .c.ociccccciecccscccccciccesee Sept. 22 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 


ee Aug. 25 FURST BULOW ...... Sept. 25 
ee Sept. 13 


NEW ORLEANS TO BREMEN AND HAMBURG 
SDAMWEELD ncccccsccecece ase bates wines Last Half of September 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports 
—_—————— en 
General Offices: 39 BROADWAY, New York 
WESTERN FREIGHT OFFICE: 


CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICE: BALTIMORE, Maryland Casualty Tower Bldg. 
AGENTS: 

IR i on ong 50 bn so dv Retin countenance C. H. Sprague & Son. 
I MEI... 9:0 6:0:6-0 0010-0: 5:90 6-00 Scew Trosdal, P'ant & Lafonta 
DE I 5s 4:0: 6:5-dwene desma sce conn caer Richard Meyer Co. 

NORFOLK 


ER, Soe eer eee = et Trosdal, Plant and Lafonta 
GENERAL PACIFIC COAST AGENTS: 
SAN FRANCISCO....... Williams, Dimond & Co., 310 Sanseme St. 





AMERICAN-HAWAIIAN §.§. Co. 


Intercoastal Services 







To Los Angeles, San Francisco, Portland, 
Seattle and Tacoma 







NEW YORK—WEEKLY 


BOSTON—WEEKLY 


ee ee ee 


eeeeereeee NEP DBD jFAINAWIAIN ces eeccves 
eeeesereceereee WED, 40 £LEAAN .cccencenceeees 
eoccccccces MEPs SGU =6=6PUJAUE AN eccccccccce 


PHILADELPHIA BALTIMORE 
HAWAIIAN .......... Aug. 31 ALASKAN .......c000- Sept. 6 
ALASKEAN ......0c000 Sept. 14 NEVADAN ..ccccccese Sept. 20 
ree Sept. 28 GEORGIAN .........000 Oct. 4 






SAVANNAH 


ALASKAN ..... 000086 Aug. 28 NEVADAN  ...cscccees Sept. 11 
GEORGIAN .......000- . 25 NEBRASKAN ......... ° 






















Through bills of lading, via Los Angeles te San Diego, via San 
Francisco to Oakland, Stockton, Sacramento, Cal.; and to Hono- 
lulu, Hile, Kahului and Port Allen, Hawaiian Islands. 


General Offices: 8 BRIDGE ST., New York 


BRANCH OFFICES: 


BOSTON.....40 Central Street PITTSBURGH......Oliver Bldg. 
PHILADELPHIA..Bourse Bldg. ROCHESTER...Commerce Bldg. 


AGENTS: 












J Sas) oo eee Baltimore Oceanic S. 8S. Co., Stewart Bldg. 
ee ere ee er re ee Street Bros. 
CHICAGO ........United American Lines, 327 South La Salle St. 
SAVANNA 6 o55 0008s son Ricbte Wii omaukilele Waws-4 M. J. Hegan & Co. 







GENERAL PACIFIC COAST AGENTS: 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any — question relating to the law 


of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
rituation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


——— 


Routing—Carrier Not Liable for Misroute in Not Turning Ship- 
ment Over to Intermediate When Lines Shown in Bill of Lading 
Form Through Route 


Maryland.—Question: Shippers routed a carload shipment 
care of destination carrier. The originating carrier delivered the 
shipment to the destination carrier at the junction point be- 
tween two carriers which was the customary route. The 
combination of rates applying via this route was protected. 

There is a cheaper combination of rates via two inter- 
vening carriers, which is not the customary route. I contend 
that, as shipment was routed care of destination carrier, it was 
originating carrier’s duty to deliver shipment to destination 
carrier direct and that proper charges were assessed. Am [ 
correct? 

Answer: Where the shipper specifies in the bill of lading 
a carrier, which, in connection with the originating line, forms 
a through route from point of origin to point of destination, 
the initial carrier is not guilty of misrouting in not turning the 
shipment over to a third and intervening carrier. See Stebbins 
V. DL. & W., 4 LC. C. 166. 


Combination Rates 


Virginia.—Question: There are no through rates in effect 
from A to B and it is necessary to figure the lowest combina- 
tion rate. We can figure combination by applying commodity 
rate from A to C plus class rate from C to B. We can also 
figure combination by using class rate A to E plus commodity 
rate E to C plus class rate C to B. 

This latter combination would figure a lower through rate 
than the former. What we are in doubt about, is whether we 
can use the factors A to E plus E to C when there is a com- 
modity rate in effect from A to C. 

Answer: In accordance with Rule 5-C of Tariff Circular 
18-A, in the absence of a specific through rate from point of 
origin to destination, the lowest combination of the separately 
established rates via the route over which the shipment 
moves is the lawful rate. A .two point combination, or in 
other words, one composed of three factors, may be used if a 
lower through rate will result than by the use of but two 
factors. 

Complaints Before The Interstate Commerce Commission 

New York.—Question: Sometime ago we presented a re- 
quest to the Consolidated Classification Committee, for a change 
in the classification on several articles. 

Although one of the articles taking 4th class, whose value, 
size and packing is the same in every respect to another com- 
modity, which is classified very much lower, we were advised 
that the changes requested could not be made. 

Kindly advise us if we can take this matter up with the 
— Commerce Commission and the procedure for so 

oing. 

Answer: Under the Interstate Commerce Act when carriers 
refuse to publish rates or ratings to which a shipper believes 
he is entitled he may by complaint, filed in the form prescribed 
by the Interstate Commerce Commission in its Rules of Prac- 
tice and supported by proper proof, place the matter before 
that body for its determination as to whether or not the relief 
prayed for should be afforded. 

Freight Charges—Liability of Consignor For 

Michigan.—Question: During the month of January 1923, 
we sold a car of potatoes to a concern in a small town in Ohio, 
on which we deducted the correct freight when rendering 
invoice, making draft for the difference, which was honored 
by them. 

However, when shipping we failed to sign the bill of lading, 
as per section 7 of the bill of lading contract, and it now seems 
that the railroad agent failed to collect the correct freight when 
delivering the car to the consignee, he collecting but $104.16 
instead of $121.80 as allowed by us and he is now demanding 
that we pay the difference, $17.64. We now find this concern 
is in the hands of the receiver, but as the consignee has never 
returned the difference of $17.64 to us, it appears to us the 
proper procedure for the railroad company would be to collect it 
from the consignee, if necessary, by filing claim against them, 
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which we believe under the above conditions would be handled 
as a preferred claim. 

Would appreciate advice as to whether or not the stand 
we have taken is correct that the railroad company should 
look to the consignee under these conditions, or if the railroad 
company can compel us to pay this difference after we have 
already allowed it to the consignee, citing any decisions, if any 
has been rendered, governing such instances. 

Answer: It is just and reasonable that the carrier should, 
under the circumstances, make every effort to collect its freight 
charges from the consignee before resorting to the consignor, 

In numerous cases it has been held, however, that the con. 
signor, as the party who entered into the contract of shipment 
with the carrier is primarily liable for the payment of the 
freight charges, notwithstanding that delivery of the shipment 
was made without collection of the freight charges from the 
consignee. See S. A. L. Ry. Co. v. Montgomery, 112 S. E. 652; 
Southern Cotton Oil Company vs. Southern Ry., 95 S. E. 251; 
Southern California Commercial Co vs. Alberti et al., 207 P. 
1023. 

There are cases, however, which hold that where the ear. 
rier has delivered a shipment without collecting all or some part 
of its lawful freight charges and could have held the consignee 
for the payment of the same, it could not recover the amount 
thereof from the consignor. See Y. & M. V. R. R. vs. Zemur-. 
ray, 238 Fed. 789 and Western Ry. of Alabama vs. Collins, 78 
Sou. 833. 

Reparation—Rates to Points Intermediate to Point Subject to 
Rule 77 

Tennessee.—Question: We are familiar with the views and 
position of the Interstate Commerce Commission with respect to 
reparation in connection with extensive re-adjustments of rates 
such as Docket 9702. However, we have a problem that, while 
it might be considered as coming in this category, we feel that 
it is just a little different. It is as follows: 

In one tariff there is a commodity rate from “A” to “B”. 
In another tariff applying via another route there is a provision 
to the effect that the rates to “B’ will be those published therein 
to “C”. There is no specific rate on the commodity to “C” 
but there is to “D’ and under the application of rule 77 in the 
tariff the carriers are obligated to publish the “D” rate to “C” 
and this would automatically make it effective to “B”’. 

The rule authorizing the “C” rates to “B’” has been canceled 
in a general revision. It seems to us that, in view of the manner 
in which tariffs were published, the collection to “B” of rate in 
excess of the one in effect to “D’”, provided shipments were 
unrouted or handled via route carried in tariff that contained 
rates to “C” and “D” was in reality a straight overcharge and 
carriers could make refund without handling with the Inter- 
state Commerce Commission. From the manner in which the 
tariff was published the carriers advertised the fact that they 
would apply the “D” rate to “B” through use of rule 77 and 
“C”, and it certainly would appear that shippers should have 
the benefit of this basis up to time it was canceled even though 
the overcharges were not discovered till after the cancellation. 

Kindly let us have your views. 

Answer: Inasmuch as the commodity rate applicable to 
“D” had not been actually published as the rate applicable to 
“C”, the difference between the rate paid and the rate to “D” 
cannot be refunded by the carrier as a straight overcharge. See 
New York & New Jersey Lubricant Co., vs. Director- 
General, 68 I. C. C. 477; Macon Chamber of Commerce vs. N. 
Y. N. H. & H., 68 I. C. C. 327 and Armand L De Jean v. Director- 
General, 62 I. C. C. 495. 

However, the Commission has held in several cases that 
the publication of a rate to a certain point subject to Rule 77 
is tantamount to an admission by the carriers that the higher 
rate to the intermediate point was unreasonable, and that a 
previous request for the establishment of the lower rate to 
the intermediate point is not a condition precedent to the 
awarding of reparation. Standard Asphalt & Refining Co. V. 
Director-General, 66 I. C. C. 611; Du Pont de Nemours & Co. 
vs. Director-General, 55 I. C. C. 247 and cases cited therein. 

While the Commission has held, as you state, that under a 
general revision of rates reparation will not as a rule be 
awarded, there is, in our op‘nion, a distinction between such 
cases and the instant one, in that under those cases the revision 
results in the establishment of a lower level of rates than was 
formerly effective, to the basis of which reparation is asked, 
while in the instant case the general revision does not affect 
or determine the measure of the reparation, for the reason 
that the basis of the reparation order is the holding out under 
the application of rule 77 of the lower rate at the more distant 
point as the reasonable rate at the intermediate point. 
Liability of Carrier for Delivery to Notify Party Under Straight 
Bill of Lading Without Surrender of Bill of Lading or Order 

From Shipper ; 

Virginia —Question: John Dow ships a carload of perish- 
able freight from A to B, which is interstate business. 

This car is shipped as a straight consignment, and of 
course a straight bill of lading and a memorandum bill of lading 
is given shipper, the car being shipped from the shipper to 
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7 P. 
al The United American Lines announce that, jointly with Houlder, Weir & Boyd, 
part Incorporated, they will inaugurate in September a weekly service of cargo steamers 
aad between Baltimore and New York and Los Angeles Harbor, San Francisco, Port- 
mur. land, Seattle and Tacoma. The following westbound schedule has been arranged: 
3, 78 ‘ 
t to From From 
STEAMER Baltimore New York 
and ed nes bata ana Sept. 8 Sept. 13 
wn i i ik oh cele neha Sept. 15 Sept. 20 
rhe Mount Carroll .............. Sept. 22 Sept. 27 
that ee aan Sept. 29 Oct. 4 
“a | Sl lieie in oni 'iiuedehin Oct. 6 Oct. 11 
ision LOADING BERTH 
= NEW YORK—Pier No. 5, New York Docks, Brooklyn 
a BALTIMORE—FPier No. 9, B. & O. R. R., Locust Point 
“” 
itil A fleet of twelve modern cargo steamers, averaging over 10,000 tons deadweight 
a capacity, will be employed, and other tonnage is in reserve for emergencies or for 
she increased activities if warranted. 
— The service will be under the management of the United American Lines and 
inter: will be represented at ports of call and elsewhere, as follows: 
1 the 
h 
ee ATLANTIC REGION 
be NEW YORK —United American Lines, Inc., 39 Broadway 
ation. BALTIMORE —United American Lines, Inc., Hearst Tower Bldg. 
BOSTON —C. H. Sprague & Son, 141 Milk Street 
“s _ NORFOLK —Trosdal, Plant & Lafonta, Citizens Bank Bldg. 
“yy” PHILADELPHIA—Trosdal, Plant & Lafonta, Lafayette Bldg. 
See CHICAGO —United American Lines, Inc., 327 So. LaSalle Street 
ector- PITTSBURG —United American Lines, Inc., 4128 Jenkins Arcade Bldg. 
sor BUFFALO —United American Lines, Inc., 801 Chamber of Commerce Bldg. 
Bg PACIFIC REGION 
Le 
igher SAN FRANCISCO—Sudden & Christenson, Inc., 230 California Street 
a A. LOS ANGELES —Los Angeles Steamship Co., Central Building 
. the PORTLAND —Columbia Pacific Shipping Co., Porter Building 
Jo. ¥. SEATTLE —Sudden & Christenson, Inc., Hoge Building 
x Co. 
- The management and organization are old in experience, having been until very 
a recently associated with other important Intercoastal steamship interests. 
a Every effort will be made to give the trade a superior service. | 
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himself, and the shipper attaches the straight bill of lading 
to a draft and deposits same in bank, mailing the memorandum 
copy to the party at destination that he wishes to get the car. 

The agent at destination delivers the car to the party 
surrendering the memorandum bill of lading. 

Now the shipper contends that the car should not have been 
delivered without the surrender of the straight bill of lading 
which was attached to the draft, when, of course, he would 
have received payment for same. 

No advice was given the agent at destination or point of 
origin that the straight bill of lading would be attached to a 
draft and sent through the bank for collection. 

Kindly advise if the agent at destination was in error in 
delivering the car to the party that surrendered the memoran- 
dum bill of lading. 

Answer: The shipment having been consigned to the ship- 
per thereof and not to the party surrendering the memorandum 
bill of lading, the carrier is, in our opinion, liable to the shipper 
for the value of the goods. A carrier may, without incurring 
liability, deliver goods only to the party to whom consigned, 
in the absence of instructions from the consignor to the con- 
trary. 

Routing—Shipper’s Error in Designation of Destination in Bill 
of Lading 

Maryland.—A carrier signed a bill of lading made out by 
shippers, showing station, county and rate, and carrier’s agent 
forwarded the shipment to the destination shown, but which 
was not in the county shown on the bill of lading, nor was the 
rate on the bill of lading applicable to the point to which the 
shipment was forwarded. An error had been made by the ship- 
pers in showing the wrong destination, and the reforwarding 
of the shipment to the proper destination caused additional 
charges. 

Could you inform us who is responsible for the overcharge, 
and if it is possible to re-collect the entire overcharge from the 
carrier, or assuming both shipper and carrier are responsible, 
could a compromise, each to assume one-half of the over- 
charge, be agreed upon without violating the law? 

Answer: It is our opinion that, based upon the Commis- 
sion’s opinion in Riverside Western Oil Co. v. Midland Valley 
R. R. Co., 42 I. C. C. 589, the carrier is not liable for misroute 
in the instant case. In this connection, however, see Hutton 
& Bourbonnais Co. v. Sou. Ry. Co., 50 I. C. C. 434. 

Follow-Lot Shipments—Application of Rule 24 of Classification 

Virginia.—Question: Will you please interpret for me Rule 
24 of the Consolidated Freight Classification No. 3? 

In this connection we have in mind the following: Suppose 
the minimum weight is 30,000 pounds and the shipper has 
33.000 pounds to load and can only load 29,000 to a car. 
Under this rule the 4,000 pounds would be carried in a trailer 
and be charged for at actual weight at carload rate. My ques- 
tion is whether the carrier would charge for 29,000 pounds or 
for 30,000 pounds for the car that does not contain the excess 
weight. 

Answer. Section 3 of Rule 24, containing one of the con- 


ditions under which a follow-lot shipment may be made reads as 
follows: 


Each car, except the car carrving the excess, must be loaded 
as heavily as loading conditions will permit, to the marked capacity 
of the car if practicable, and each car so loaded charged at actual 
or authorized estimated weight, subject to established minimum 
carload weight, and at the carload rating applicable. 


Under this rule the minimum weight of 30,000 pounds must 

be charged on the car which does not contain the excess. 
Sale of Refused or Unclaimed Perishable Freight 

Florida.—Question: In the case of a shipment of bananas 
sold F,. O. B. New York to buyer in Kingston, Ontario, and 
moving with freight charges guaranteed. The shipment arrived 
on Saturday and is refused account being overripe. On Sunday 
morning before consignor in New York receives notice of the 
refusal and has opportunity to act, the shipment is forwarded 
by carriers to Montreal where it is sold Monday morning by the 
railroad for the account of whom it may concern. The result 
is a sacrifice and heavy loss to consignor, undoubtedly a much 
heavier loss than would have been necessary had consignor 
been able to dispose of the shipment to his selling agent. 

Assuming that the movement operation of vents and icing 
was O. K., will you please advise if, in your opinion, carriers 
are responsible for taking over the shipment arbitrarily, for- 
warding it to Montreal and selling it without the consignor 
having opportunity to handle same, keeping in mind that the 
freight charges had been guaranteed. 

Answer: Paragraph C of Section 4 of the Uniform Bill of 
Lading as shown in the Consolidated Classification No. 3, reads 
as follows: 


Where perishable property which has been transported hereunder 
to destination is refused by consignee or party entitled to receive 
it, or said consignee or party entitled to receive it shall fail to re- 
ceive it promptly, the carrier may, in its discretion, to prevent de- 
terioration or further deterioration, sell the same to the best ad- 
vantage at private or public sale; provided, that if time serves for 
notification to the consignor or owner of the refusal of the property 
ov the failure to receive it and request for disposition of the prop- 





THE TRAFFIC WORLD 





Vol. XXXII, No, 8 


erly, such notification shall be given, in such manner as the exercise 
of due diligence requires, before the property is sold. 


The right of a carrier to dispose of refused or unclaimed 
freight which the law accords to a carrier, usually by statute, 
but, at the present time, as to interstate shipments by the above 
quoted provision, is based, as we understand it, upon the duty 
of a carrier to minimize the shipper’s loss, as well as to insure 
the payment of its freight charges. 

If the above quoted provision is a reasonable one and one 
which the Interstate Commerce Commission has the power to 
prescribe, keeping in view its jurisdiction over the matter of 
the collection of freight charges and the liability of a carrier 
for freight entrusted to it for transportation, it would seem 
that the shipper as no claim against the carrier, as this pro. 
vision of Section 4 of the bill of lading permits the carrier to use 
its discretion in the matter of disposing of perishable freight 
by sale, which freight has been refused or is unclaimed. 
Demurrage—Shipper Liable for After the Expiration of Free 

Time If Carrier Instructed to Hold Cars in Transit. 

California.—Question: Suppose a consignee is unable for 
various reasons to handle carload freight about to arrive, lacks 
at the time warehouse space and facilities for handling, ete. 
Is it lawful for him to have carrier hold the cars for a time out 
on line, where demurrage will not accrue? 

There is no doubt in our mind but what it would be per. 
fectly lawful to have carrier put the cars in slow local freight 
transit and thus escape demurrage but there is a doubt where 
cars are actually stopped at any point on consignee’s orders. 
We are not aware of a case where the latter scheme has been 
used but your advice as to whether it could be lawfully done 
will be appreciated. 

Answer: A shipper may not, by instructing a carrier to 
hold cars in transit, escape liability for demurrage charges for 
the same reason that, under the provisions of Section A of Rule 
1 and Section B of. Rule 2 of the Uniform Demurrage Rules, 
demurrage accrues after the expiration of twenty-four hours, 

Delay—Press of Business as Constituting Excuse 

Colorado.—Question: A number of cars were shipped from 
an elevator in Kansas, grading No. 3 at the time loaded. On 
arrival at Galveston, 37 days later, grading—“Sample Grade- 
Heating”. The wheat, of course, heated on transit due to the 
serious delay in handling and the loss amounted to $817.45. 

The railroad advises that they cannot accept any liability 
account of a serious congestion of grain at the Gulf, which pre- 
vented them from moving cars promptly. 

Kindly give us reference to any court decisions on this 
subject. 

Answer: <A carrier is not an insurer against delay in the 
transportation of goods. Hence the rule is one of general appli- 
cation that, in the absence of special contract binding the carrier 
to deliver within a specified time, mere delay in transportation 
does not create any liability to respond in damages. Neverthe- 
less, if damage results from failure, without good excuse, to 
deliver the goods at their destination within a reasonable time, 
the carrier is liable for such damages, for when a common cal- 
rier undertakes to convey goods, the law implies a contract 
that they shall be delivered within a reasonable time. 

Where damages are sought on the ground that the carrier 
has breached its law undertaking to transport with reasonable 
diligence, any facts which the law recognizes as an excuse for 
delay will constitute a good defense, although no exemption 
from liability on any such ground was in the contract of ship- 
ment. 

Where goods are tendered to a carrier for transportation, 
it is bound to advise the shipper as to any cause likely to delay 
transportation, which cause is within its knowledge, or within 
its fair and reasonable means of knowledge, and not within the 
knowledge of the shipper; and, if it fails in its duty in this 
respect, a delay in the transportation of the goods will not be 
excused, and that too irrespective of the nature of the cause. 
The acceptance of goods for shipment without notifying the 
shipper of the fact that they cannot be promtply delivered is 
tantamount to an assurance that they will be delivered within 
a reasonable time, except for the intervening of excusing causes 
of subsequent occurence. 

If the carrier treats all alike and furnishes transportation 
as far as its facilities will permit, it may refuse to receive 
goods which it cannot transport without rendering itself liable 
in damages for such refusal, 


Having received goods for transportation the same excuse 
is not open to it, and it may be held to answer for damages 
due to delay, although occasioned by an unusual press of busr 
ness, or by lack of proper facilities. So the proposition 
stated; but it is evident that unusual press of business which 
could not reasonably have been anticipated at the time the 
goods were received may, like any other cause not due to the 
carrier’s fault, sometimes furnish an excuse; for the mere 


“peceipt of goods for transportation does not impose on the 


carrier the same absolute liability which results from an express 
contract to transport by a fixed time; and the rule supported 
by the weight of authority is that if the carrier has a reasonable 
equipment for all ordinary purposes, and the delay is occa 
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{ GATEWAYS 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 





Chicago, Faithorn Jct., Mackinaw City, Manistique, Manitowoc, Milwaukee and Sault Ste. Marie 
TO 


CE © oie tee ocean Wt. 
Se WHE sis. ci eisersictere Minn. 
Minneapolis ........ Minn. 
EOD, ous 0:06 S.s-cgeens Minn. 
SUMOTIOP 2. cccccccses Wis. 
BOND os ckcwcincas Wash. 
so re Ore, 
ee Wash. 
re Wash. 
WVTTINIEG is cescessisccies Man. 


Se Pee Man. Waukesha .......... Wis. Manitowoc .......... Wis. 
Meat boo) gee Sask. Fond du Lac.........Wis. Eau Claire voeeeseee Wis, 
See: Alta. Oshkosh ............Wi8. Chippewa Falls ......Wis. 

ec natin Wis. Ashland ............. Wis. 

Diseneere coteees Alta . Thief River Falls...Minn. 
ee Wis. “ 

a ae Sask : Valley City .........N. D 

Appleton ........... Wis Jamestown .........N. D. 

teen eens B. C. Green Bay ..........Wis. Edgeley ............N. D. 

2 See eee B. C. Shawano ............Wis. BiSMATCK 6.600000. B 

Bo ee aleve a Wis Stevens Point .......Wis. rer, 


And all Points in the Northwest on Canadian Pacific, Canadian National, Great Northern, Midland 
Continental, Northern Pacific, O. W. R. R. & N. Co. and Spokane International Railways. 


CHICAGO, ILL. 
All Lines 


DULUTH, MINN. 


Duluth, Missabe & Northern Ry 

Duluth, South Shore & Atlantic 

Duluth, Winnipeg & Pacific Ry. 
(Canadian National ny) 


Duluth & Iron Range R. 
Great Northern Ry. 
Northern Pacific Ry. 


EMERSON, MAN. 


Canadian Pacific Ry. 
Canadian National Rys. 


FAITHORN JCT., MICH. 


Wisconsin & Michigan R. R. 


MACKINAW CITY, MICH. 
Michigan Central R. R. 
Pennsylvania System 

MANISTIQUE, MICH. 
Ann Arbor R, R. 

MANITOWOC, WIS. 

Ann Arbor R. R. 
Pere Marquette Ry. 
MILWAUKEE, WIS. 


Grand Trunk Ry. 
Pere Marquette Ry. 


CONNECTIONS OF THE SOO LINE 


MINNESOTA TRANSFER, MINN. 
Burlington Route 
Chicago Great Western R. R. 
Chicago, Milwaukee & St. Paul Ry. 
Chicago, Rock Island & Pacific Ry. 
Chicago & Northwestern Line. 
Great Northern Ry. 
Minneapolis & St. Louis Ry. 
Northern Pacific Ry. 


WIMBLEDON, N. D. 
Midland Continental R. R. 
PORTAL, N. D. 
Canadian Pacific Ry. 
SAULT STE. MARIE, MICH. 
Canadian Pacific Ry. 
Algoma Central Ry. 


(= avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of entry. 


Boston, Mass., 40 Central St. 


Buffalo, N. Y., 409-410 Iroquois Bldg. 
Chicago, Ill., 140 South Clark St. 


940 Rookery Bldg. 
Chippewa Falls, Wis. 


Cincinnati, O., 409 Traction Bldg. 
Cleveland, O., 1040 Prospect Ave. 

Detroit, Mich., 811 Free Press Bldg. 
Duluth, Minn., 320 West Superior St. 
Grand Rapids, Mich., 414 Linquist Bldg. 
Indianapolis, Ind., 522 Merch. Bank Bldg. 
Kansas City, Mo., 788 Railway Ex. Bldg. 


AGENCIES 


Los Angeles, Cal., 605 So. Spring St. 
Memphis, Tenn., Porter Bldg. 

Milwaukee, Wis., 68 Wisconsin St. 
913 Majestic Bldg. 
Minneapolis, Minn., Soo Line Bldg., 
and Marquette Ave. 


New York, N. Y., Woolworth Bldg. 
Omaha, Neb., 1025 W. O. W. Bidg. 
Philadelphia, Pa., —_ Bidg., Locust St. at 


Neenah, Wis. 


Pittsburgh, Pa., 340 Sixth Ave. 

Portland, Ore., 55 Third St. 

St. Louis, Mo., 2050 Railway Exch. Bldg. 

St. Paul, Minn., 1112 Merchants National 
Bank Bldg. 

San Francisco, Cal., 675 Market St. 

Sault Ste. Marie, Mich. 

Seattle, Wash., 608 2nd Ave. 

Spokane, Wash., 106 Old Nat'l Bank Bldg. 

Superior, Wis. 

Waukesha, Wis. 

Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT CARE SOO LINE 
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sioned by an unusual press of business, but the carrying is 
done with reasonable expedition under the circumstances, that 
it is not responsible for the delay 


Delay—tLiability of Carrier for, Where Carrier Does Not Avail 
Itself of All Train Service 

Kansas.—Question: We had a car of extremely perishable 
freight which moved into a junction point from a railroad which 
does not get into this city. This car was delivered at the 
junction point in plenty of time for a fast Red Ball freight 
train which did have service into this town. 

For convenience you might call this town “A”. Although 
the officials of the railroad running into “A” advise that this 
freight train was not scheduled to stop at the junction point 
with the other line, this fact was not published for public con- 
venience. i | 

We will call the railroad running into “A”, “X”, and the rail- 
= making a junction with “X”, “Y” and the junction point 

Is there any provision or Supreme Court ruling making a 
carrier liable for damage to this perishable car on account of 
“X” running freight at “B’” which was delivered them by “B”? 

Answer: It is the duty of a common carrier to deliver 
goods received for transportation at their destination within 
a reasonable time, and the fact that goods were transported in 
the scheduled time of its trains does not relieve a carrier from 
liability for damage if the goods are not delivered within a 
reasonable time. See St. L. S. F. & T. Ry. vs. Armstrong, 166 
S. W. 366 on page 368 of which the court said: 


Moreover, the material question relating to the time occupied 
in the several transportations was not one of train schedule, 
but one of negligence vel non. If the time consumed was not 
unreasonable, the jury under the court’s charge was not author- 
ized to find for the plaintiff. If it was, no schedule would justify. 
All assignments raising the question so presented must there- 
fore be overruled. See City of Dallas vs. Beeman, 55 S. W. 762 
(Tex.); H. & T. C. R. R. vs. George, 60 S. W. 313; G. Cc. & S. F. 

Co. vs. Porter, 61 S. W. 343; T. & P. Ry. Co. vs. Currie, 76 


Ry. 
Ss. W. 810 

Whether or not goods were delivered in a reasonable time 
is a question of fact and the carrier’s liability is not dependent 
upon the connections which are made at junction points, for 
if the time in transit is reasonable, notwithstanding the fact 
that the carrier does not avail itself of all train service, the 
carrier is not liable in damages, while on the other hand, if the 
time during which the goods are in transit is unreasonable, the 
carrier is liable, unless the delay is excused by one of the 
recognized exceptions to the carrier’s liability. 


Delay—Carrier Liable Unless Excused by Facts Which Law 
Recognizes as Defense 


Virginia —Question: We had a car of potatoes shipped 
from Charleston, S. C., May 23rd, 1923. This car of potatoes 
should have arrived in this city Saturday, May 26th, 1923, but 
owing to the car being found to be in bad order at Rocky 
Mount, N. C., it was cut out of the train and held at Rocky 
Mount for repairs, and did not arrive here until Monday, May 
28, 1923. 

The potato market dropped 50c per barrel between Satur- 
day, May 26th and Monday, May 28th. We filed claim with 
the carrier to cover this depreciation in market. 

The carrier in question runs a schedule fast freight be- 
tween Charleston, S. C. and this city, and if this car had not 
been found in bad order the car would have been here on 
schedule time on Saturday. We therefore, claim that the car- 
rier is liable for our loss on account of depreciation of market 
from May 26th to May 28th, for if the carrier had not loaded 
these potatoes into a car which would not hold up for the trip 
from Charleston to destination the car would have been on 
schedule time, Saturday, May 26th. 


The carrier has declined our claim on the grounds that 
the car made reasonable time between Charleston and this 
city, and attempt to ignore the fact that the car was delayed 
and did not make schedule time on account of same being 
found to be in bad order at Rocky Mount and being held there 
for repairs. 

Kindly advise us your opinion of this claim and any court 
decisions of which you may know bearing on this case. 

Answer: A carrier is not an insurer against delays in the 
transportation of freight where damages are sought on the 
ground that the carrier has breached its common law undertak- 
ing to transport with reasonable diligence, any facts which the 
law recognizes as an excuse for delay will constitute a good 
defense, although no exemption from liability on any such 
ground was in the contract of shipment. A carrier may excuse 
its delay by accident or misfortune, although not inevitable or 
produced by an act of God. The rule is however, that delays 
which are not unavoidable are not excusable. Anderson vs. 
Hines (Kan.) 203 P. 726. 

Therefore, where the delay in transportation is due to de- 
fective equipment, the defects in which should have been de- 
tected by the carrier at the time the shipment left point of 
origin, the carrier is responsible for such delay, under the rule 
that only such causes as cannot be reasonably anticipated, con- 
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trolled, or avoided by ordinary care will excuse a carrier’s un- 
reasonable delay. 

Weighing and Reweighing: 

Wisconsin.—Question: "We have a claim filed with a car- 
rier, in which the question involved is the protection of the 
lower of two weights on a shipment of birch lumber moving 
from “A,” Wis., May 7th, 1923 with destination as “B” Michi- 
gan. 

The track scaling at point of origin was 469,200 lbs., and 
at our request, due to the fact that we felt an error was made 
in weighing the car at origin, we had the car re-weighed at “B,” 
Mich., seven or eight days after point of origin weight, show- 
ing a net result of 67,700 lbs. The difference between the two 
track scalings is 1500 Ibs., or practically 100 lbs per M ft. of 
lumber between the average weight at point of origin and 
that obtained at “B,”’ Michigan. 

The carriers claim that due to the consideration which is 
given to the usual variation between two scale weights, the 
weights above are confirmatory and would be considered as 
showing representative average weights for dry birch lumber, 
and that the difference between the two scalings resulted from 
shrinkage of the material in transit. 

We contend that this lumber piled full in a box car and 
on the road only a week would show very little if any shrink- 
age and certainly not 1500 lbs., and that charges should be 
assessed on the basis of the scaling at “B,” Michigan. The 
carrier also assessed a charge for re-weighing the shipment, 
and on account of the variation in weight, we feel that no 
charges should be made by the carrier for this re-weighing. 
Will you please advise us on this? 

Answer: Section B and F of Rule 8 of the National Code 
of Rules Governing the Weighing and Reweighing of Carload 
Freight read as follows: 


Section B. If the difference between the original net weight 
and the weight obtained by reweighing does not exceed the tol- 
erance provided in this rule, the first weight will not be changed. 
If such difference exceeds the tolerance, the car should be weighed 
a third time if practicable. If the third weighing confirms the 
original weight within the tolerance, no change shall be made. 
Where the original weight cannot be applied as above, the lower 
of the second or third weight shall be used where the difference 
between the second and third weights does not exceed the toler- 
ance. 

Section F. Weights of commodities subject tc shrinkage in 
weight from their inherent nature, probably obtained at or near 
point of origin, should not be changed, except as provided for 
in the tariffs of the carriers. If obvious error is discovered, 
each case should be dealt with upon its individual merits and 
report made to the originating carrier with all the facts. 


Section C of the above referred to Code reads: 


In deciding: between weights obtained on track scales as 
to which is the more correct, all of the conditions under which 
the several weighings were done must be taken into considera- 
tion, including the class of scale, condition, how recently tested, 
the manner of weighing, whether car was at rest or in motion, 
coupled or uncoupled, actual or stenciled tare used, the time of 
weighing, weather conditions, and the reliability of the weigher, 


giving precedence to that weight obtained under the best con- 
ditions. 


In Peters vs. O. S. L. R. R. Co., 20 I. C. C. 598, the Com- 
mission said that “the actual weight of shipment constituted 
the true basis upon which to assess transportation charges. 
The question is one of fact.” 

Inasmuch as a third weighing of the car was not had which 
would have provided in all probability a definite basis upon 
which to assess freight charges, it is a question for determina- 
tion by the Commission, in the event of disagreement between 
the carrier and shipper, of the proper weight upon which to 
assess freight charges, in the determination of which the con- 
dition of the two scales, the circumstances under which the 
weights were obtained, the possibility of shrinkage and poss! 
bly other matters will enter into the question. In this connec- 
tion see the Commission’s opinions in William Adams, et al vs. 
A. B. & A. Ry., 49 I. C. C. 415; Trexler Lumber Co. vs. N. Y. 
N. H. & H. R. R. Co., 47 I. C. C. 229 and C. F. Ewing & Co. 
Limited vs. O. S. L. R. R. Co., 46 I. C. C, 471. 


NAVAL STORES PROTESTS 


The Trafic World Washington Bureau 


Oil, paint, and varnish manufacturers, soap makers, dealers 
in and producers of naval stores have made protests to the Com- 
mission against advances in rates on naval stores proposed it 
Glenn’s Naval Stores Tariff No. 1, I. C. C. A424, carrying an 
effective date of September 1. A joint protest requesting sus- 
pension was filed by the Paint Manufacturers’ Association of 
the United States, the National Varnish Manufacturers’ Asso- 
ciation, the National Paint, Oil and Varnish Association and the 
Sherwin-Williams Company, of Cleveland, signed by William J. 
Pitt, chairman of the traffic committees of those associations. 

Asserting that the proposed rate were unjust and unrea- 
sonable the association for which Mr. Pitt was speaking said 
that the rates, if permitted to become effective would inflict 
grave and irrparable loss upon the protestants, who, he said, 
were large receivers, purchasers and consumers of the articles 
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S. W. BULLOCK, President 


Officers: 
15 Moore St., New York City 


M. R. GALVIN, V.-Pres. and Treas 
522 Ellicott Sq. Bldg., Buffalo, N. Y. 
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embraced in the list. He said the advances ranged as high, in 
ton-mile and car-mile, as 70.8 per cent. 

The carriers, in proposing the increased rates, said they 
were continuing the revisions they deemed necessary to eliminate 
fourth section violations or departures. Mr, Pitt, judging from 
his protest, did not credit them with good faith on all points. 
He said that even a slight analysis revealed that no fourth 
section violations or departures existed that called for such an 
extremely radical increase “and it is simply an attempt to inor- 
dinately increase their revenue on such traffic on the flimsy 
pretext that the said act required, and your honorable Com- 
mission demanded, the revision compelling them to increase 
the said rates.” 

Mr. Pitt said the initial carriers, contrary to custom, had 
published the rates without giving adequate opportunity to the 
public to appear and present their objections “as is done in all 
other rate matters, consequently little time has been permitted 
the public to examine this adjustment, which the carriers have 
been more than two years in preparing.” 

“Furthermore,” continued the protestants, “we have evidence 
of a well conducted and thoroughly organized propaganda on 
the part of the initial carriers to induce the less informed pro- 
ducers and consumers to commend these unjust and unreasonable 
rates, and we beg to ask that if such appeals, as the result 
thereof, are filed, your honorable Commission will take into 
consideration the competency of the parties supporting the car- 
riers, particularly with respect to the business in ‘which they 
are engaged, as certain producers of by-products, such as pine 
tar oil, pyroligneous liquor, pine pitch, constituting only a frac- 
tional percentage of the tonnage involved, who are gladly sup- 
porting the carriers by reason of the re-classification of these 
minor by-products, giving them the benefit of the rosin rates, 
representing a material reduction for those few producers of 
by-products. Further, we have grounds for believing that cer- 
tain producers, outside of the territory of origin, involved in 
this proceeding, are commending this adjustaaent in the belief 
that, by denying the directly interested producers and consumers 
the benefits which past experience and natural advantages and 
other considerations entitled them to, it will afford an easier 
market for such producers outside of the territory involved.” 

In justification for what they had done the southern lines 
said they had been under pressure for some time past to bring 
about a general revision of rates from south Atlantic and gulf 
ports where naval stores are concentrated and to provide com- 
modity rates from all interior producing points, which would 
place the shippers located at those points on a competitive basis 
with the south Atlantic and gulf ports. 

The tariff contains rates from ail the ports and interior 
points to Mississippi and Ohio river crossings and to all terri- 
tories north of the Ohio, except to trunk line from the Carolina 
and southeastern territories. Rates from the Mississippi valley 
to trunk line, carried in this tariff, the southern lines said, were 
of a temporary nature, to remain in until a more complete revi- 
sion could be made. . 


POTATO ADVANCES CANCELED 


The Trafic World Washington Bureau 


The carriers have cancelled the tariffs involved in I. and S. 
No. 1838 in which they proposed to increase rates on potatoes 
from southeastern points to Ohio River crossings. Among the 
tariffs suspended was Glenn’s potato tariff No. 1, I. C. C. A-409 
effective June 15. The Georgia Public Service Commission, and 
shippers of sweet potatoes made protests against the increases 
on account of the advances in charges that would follow, to 
points north of the Ohio, in C. F. A. territory, on sweet potatoes, 
Traffic World, June 15, p. 1454. 

In its original protest, the Georgia Commission, which also 
filed a supplemental protest, said it had received many com- 
plaints from Georgia points that the existing rates were to 
high to permit the growers to meet competition and that the 
present rates, according to the growers, to the Ohio river should 
be reduced instead of increased. In its supplemental report the 
Georgia body said it did not object to the apparent basis for 
arriving at the proposed rates, namely, 29.5 per cent of the first 
class rates on potatoes, but that it felt the basis would not be 
fair for the sweet potato rates It said the potato rates con- 
sidered in I. and S. No. 1303, from which the basis seemed to 
have been derived, did not involve cured sweet potatoes which 
were the kind involved in the Glenn tariff and which has been 
canceled. Cancelation of the Glenn tariff caused the Commission 
to vacate its order of suspension and discontinue the pro- 
ceedings. 


WORLD SHIPPING SITUATION 


An annual review of the world shipping situation, issued 
August 25, by the Department of Commerce, shows a gradual 
improvement the year ending June 30, 1928. A’ summary of the 
review follows: 


In the twelve months ended June 30, 1923, the idle steam ton- 
nage of the world declined 2,443,200 gross tons. Of this decrease 
1,694,502 gross tons were put into employment during the first 
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six months of this year. The fact that idle tonnage has declined 
more rapidly in the last half of the past twelve months indicates 
that the slowly improving overseas trade of the world is gaining 
momentum. Furthermore, ocean freight (trip charter) rates ap- 
parently reached bottom in the last quarter of 1922 at 109 per 
cent of the average for 1913. In the first quarter of 1923 the 

index rose slightly to 109.8 and stood at 109.5 for the second 

quarter. While the increase is almost infinitesimal it is signif. 

cant that there was an increase. 

Idle tonnage in British tty decreased from 1,667,000 gross 
tons on July 1, 1922, to 1,063,500 gross tons on July _1, 1923, but 
increased 53,500 tons over the tied-up tonnage on Jan. 1, 1923, 

Greece and Australia show an increase in idle tonnage in their 

ports during the year. On the other hand, the idle fleet of the 

United States Shipping Board decreased by 155,000 gross tons, and E 
the privately-owned American vessels out of employment on July 

1, 1923, were approximately 55,000 gross tons less than on July 1, ING 
1922. Japan, Denmark and Spain show a decline of over 50 per 

cent in vessels tied up in their ports on July 1, 1923, as compared follov 
with the year ended July 1, 1922. 

The world’s merchant marine, as of June 30, 1923, has in- A. T. 
creased by 1,128,000 gross tons over the amount recorded for the 
same date a year ago and by 15,425,000 gross tons over 1914, 
Sixty-three per cent of the increase for the last year appears in 
the German fieet, which increased from 1,783,000 gross tons in 
1922 to 2,496,000 gross tons in 1923. In spite of this fact the Ger- 
man merchant marine is still only 52 per cent of its pre-war 
strength. 


PEN? 
bo Pe Re Re 


The following table shows the steam merchant fleets of the 
principal maritime countries: 


po * 


freig 
GROSS TONNAGE OF STEEL STEAM AND MOTOR VESSELS OF flat 
OVER 100 TONS EACH, ON— 
June 30, June 30, June 30, June 30, 
Countries 1914 1921 1922 1923 
United Kingdom ..... 18,877,000 19,228,000 19,053,000 19,077,000 
British Dominions ... 1,407,000 1,950,000 2,201,000 2,219,000 
United States ........ 1,837,000 12,314,000 1 5 
ee a 1,918,000 3,046,000 


eee 5,098,000 654,000 
EE la Sn es oh etc 1,471,000 


I oicicencraniarsnsrcenrmrarorepe 1,923,000 
Other countries ...... 6,913,000 











WE ga Ges cers mes 42,514,000 54,158,000 56,802,000 57,939,000 L. ¢ 


The vessels under construction in the world on June 30, Stat 
1923, according to Lloyd’s, amounted to 2,543,800 gross tons, a thu: 
decline of 410,518 tons from the figure reported for December 31, 

1922, and of 402,000 tons as compared with June 30, 1914. Practi- 
cally no new contracts are being awarded at the present time. 

A comparison of tonnage under construction at half-year 
intervals commencing with December 31, 1921, and continuing Mic 
through June 30, 1923, is as follows: 


GROSS TONNAGE UNDER CONSTRUCTION ON— 
Dec. 31, June 30, — 30, 





Countries 1921 1922 192 2 
United Kingdom ......... 3,708,916 1,919,504 1,468,599 1,337,759 
pe ee 216,428 150,623 139,446 133,660 
_ |g RES eit ES erie aden 393,832 285,671 211,499 141,543 
a ae 352,635 243,290 188.525 170,866 
2 ee 313,879 226,318 142,969 99,821 
LO RE ees 144,912 115,512 93,831 72,767 
Se ee rey Ee 416,081 301,199 
Fe are 395,088 384,512 293,366 286,241 

SP ee 5,525,690 3,825,430 2,954,318 2,543,856 

*Estimated. 


Although charter rates apparently reached bottom in the last 
six months of 1922, and liner rates declined slowly during the 
first six months of 1923, the average sales price of ships decreased 
from $30 a dead weight ton for the last six months of 1922, to $21 
for the first half of 1923. The low sales prices obtained in the 
first half of the current year were largely caused by distress 
sales resulting from the fall of rates last year. The average 
price of eight cargo ships of from 6,000 to 10,000 dead weight 
tons, not over five years old, sold during the first three months 
of 19238, was $21.90 per dead weight ton, and of fifteen similar 
ships sold during the second quarter $20.60 per ton. The above 
averages include sales, through foreclosure proceedings, of sev- 
eral American ships at $4.75 per dead weight ton, although this 
is partly offset by the sales of three two-year-old ships in June 
at $50 per ton. Ship prices, however, are still about $15 per dead 
weight ton below pre-war figures and about $25 below the lowest 
obtainable replacement costs. 


HINT OF LEGAL ACTION 


The Trafic World Washington Bureau 


With a hint of court action attached, the Alpha Portland 
Cement Co., Lehigh Portland Cement Co., Marquette Cement 
Manufacturing Co., and Sandusky Cement Co., interveners in 
the case, have asked the Commission to re-open and re-hear No. 
12710, Atlas Portland Cement Co. vs. Chicago, Burlington & 
Quincy, and No. 13387, Missouri Portland Cement Co. et al. vs. 
Atchison, Topeka & Santa Fe et al., 81 I. C. C. 1, for the purpose 
of giving them an opportunity to make representation on one 
point. That point is the error they allege the Commission fell 
into in requiring that the full measure of the so-called scale rate 
shall be applied on intrastate movements of cement from La 
Salle, Oglesby, and Dixon, Ill., to Chicago, while permitting the 
continuance of rates substantially below the scale basis on inter- 
state movements of cement from Buffington to points in Chicage 
and its suburbs, 

“The effect of the report,” says the application for re-hear- 
ing, if it results in increasing the intrastate rates on cement 
from La Salle, Oglesby and Dixon, to Chicago, to the full measure 
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of the scale for the short line distances between these points will 
be to create an undue preference in the Chicago market, to the 
manufacturer at Buffington, complainant in No. 13061, without 
benefiting any of the complainants in Nos. 12710 and 13387, in 
that it will exclude the cement of the Illinois mills, from the 
Chicago market in favor of tonnage from Buffington, moving 
by rail and also by truch, and without admitting increased ton- 
nage from the St. Louis and Hannibal mills.” 


The maintenance of key point rates from LaSalle, Oglesby 
and Dixon, to Chicago, the applicants asserted, would not tend to 
break down the structure of the mileage rates on cement in 
Western Trunk Line territory in general or in Illinois territory 
in particular. The rate-making lines from the Illinois mills, 
they pointed out, are not the same defendants as the rate-making 
lines from Hannibal and St. Louis mills. The maintenance of 
rates lower than the full scale over the rate-making lines from 
the Illinois mills, they said, would not create any undue pref- 
erence or unjust discrimination against any interstate mill ship- 
ping to Chicago, contrary to section 3, as uniformly interpreted 
by the Commission. 

The interveners, applicants in this instance, said they would 
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be irreparably injured and suffer a tremendous loss of businegs 
at Chicago, if the Commission’s order were allowed to stang 
unchanged. Further developing their ideas, the applicants said: 


The Atlas Portland Cement Company and the Missouri ang 
Continental Portland Cement Companies in their_complaints ep. 
titled as above, brought in the Chicago rates. If they had not 
done so the Commission’s decision would not have covered Chj. 
cago. The developments are such that raising the rates from 
La Salle, Oglesby and Dixon to Chicago will not benefit the mills 
of those complainants or enable them to put any tonnage inty 
the Chicago market. On the other hand, they will be injureg 
because the exclusion of cement of the Illinois mills from the 
Chicago market will force these Illinois mills to redouble thei; 
efforts to dispose of this cement at other Illinois destinations, jp. 
creasing the competition of the above named complainants at such 
other Illinois points. 

If the Commission will set aside so much of its report ang 
order as relates to Chicago and reopen the case for further cop. 
sideration, these interveners pledge themselves not to make that 
action the occasion for any effort to deJay or hinder the establish. 
ment of the scale basis to Illinois destinations generally. But 
they reserve their full legal rights of taking other action if the 
report is not thus reconsidered so far as Chicago is concerned, 

Wherefore petitioners pray that a rehearing be granted in 
the above entitled cases and that the Commission enter such 
further order or orders in the premises as to it may seem reason- 
able and just. 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
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HOW TO DECREASE CLAIMS 


Editor The Traffic World: 

The efforts of the combined carriers for claim prevention 
in 1922 show a percentage of decrease amounting to 50 per cent. 
Here are four suggestions for study and discussions that will 
cause the decrease to only 25 per cent. 


1. Enforcement of the rule that agents or receiving clerks 
will refuse to sign bills of lading for goods offered for shipment 
that will evidently not carry safely to destination without pil- 
ferage, detection, or loss and damage, or contrary to published 
rules and regulations. 


2. Refusal to accept goods not properly marked as to 
legibility and correctness. 


3. Refusal to sign a bill of lading not properly routed. In 
other words, the minds of the agent and the shipper must meet 
as to the exact intent of the shipper in reaching a certain des- 
tination over a certain routing. 


4. A standardized method of numbering all package goods 
throughout the period of each year so that, in all cases of loss 
and damage, the shipper, carrier, and receiver will be able, with 
a standardized invoice, bill of lading, and a freight bill all 
carrying this case number, to be sure in the first and last place 
they are all concentrating their efforts on the same problem. 


The writer cannot see why each and every one of the four 
propositions cannot be carried out and strictly enforced without 
detriment to domestic commerce or to the interests of the 
shippers, carriers, and the receivers of all freight carried in 
these United States. It is our opinion that the American Rail- 
way Express Company comes nearer to doing what is outlined 
above with success than any other agency now operating. 


Carlisle B. Pirie, 

Traffic Manager, 

Harper & Reynolds Corporation. 
Los Angeles, Calif., August 13, 1920. 





A COMPLEX SHIPPING POINT 


Editor The Traffic World: 

The Consolidated Freight Classification, issued by the Con- 
solidated Freight Classification Committee in Chicago and 
approved by the Interstate Commerce Commission, contains a 
rule, (Rule 34), which has caused a great deal of discussion and 
some confusion among shippers throughout the country. The 
Business Research Bureau of the LaSalle Extension University 
has constantly been requested to investigate points upon which 
this rule bears... 

A point of interest to all shippers, recently investigated by 
the bureau, was brought up by some southern manufacturers. 
The question asked was: Leland’s Tariff No. 2-I names a 
specific commodity rate on paper boxes, minimum weight 30,000 
pounds, from Nashville Tennessee to Houston, Texas. No refer- 
ence to Rule 34 is made in this particular item. However, under 


the general rules of the tariff there is a rule to the effect that. 
when-this"tariff-is‘sttent’as‘to- rules, etc., the classification rules: 


plied to the 


ill apply. Should the sliding scale in Rule 34 be 
oyeciind te: fout car is 


Tif mintmum given steve? Also, if a 


ordered, and two 36 foot cars placed, should minimum weight 
for first car be charged? If so, by Rule 34 or 24? 

From the facts as given above, it is the opinion of the 
bureau that Rule 34 does not apply on this shipment. This 
particular item provides a specific minimum weight to apply in 
connection with the commodity rate, no reference being made 
to this specific weight being subject to the provisions of Rule 34. 

The bureau, after investigating this point, does not finda 
decision covering this specific question; however, it does know 
that the Commission has consistently held that the required 
minimum carload weight is necessarily a part of the rate. It 
determines the minimum carload charge and enters directly into 
the determination of whether or not that charge is reasonable. 
Therefore, this specific minimum weight of 30,000 pounds 
becomes a part of the specific commodity rate. 

The Commission has held that the purpose of making a 
commodity rate is to take the commodity out of the classification. 
Under the provisions of Rule 7, Tariff Circular 15-A, also Rule 
7a of Tariff Circular 18-A, the commodity rate is the lawful rate. 
We quote, in part, Rule 7a of Tariff Circular 18-A: 


In every instance where a commodity rate is named in a tariff 
upon a commodity and between specified points such a commodity 
rate is the lawful rate and the only rate that may be used with re 
lation to that traffic between those points, even though a class rate 
or some combination may make lower. The naming of a commodity 
rate on any article or character of traffic takes such article or trafic 
out of the Classification and out of the class rates between the points 
to which such commodity rates apply. 

Therefore, inasmuch as a specific commodity rate, including 
the minimum weight, has been established, the commodity has 
been removed from the classification in so far as rating and 
weight is concerned. 

Inasmuch as the above shipment is not subject to Rule 34, 
in the event that a 50 foot car is ordered, and two 36 foot cars 
are furnished, Rule 24 applies. Charges on the first car will be 
assessed on the actual or authorized estimated weight, subject 
to the established minimum” carload weight as provided it 
Section 3 or Rule 24. Charges for the excess will be assessed 48 
per Section 4 of this rule. 

If there was no specific commodity rate and minimut 
weight established on this commodity, the shipment would thet 
be subject to the provisions of the classification and Rule 34 
would apply, both as to the minimum weight in connection with 
the sliding scale, as well as determining the charges applic 
able on the shipment when shipped in two 36 foot cars, furnished 
in lieu of a 50 foot car as ordered. 

When a commodity rate and minimum weight have bee 
established,on an article it removes the application of the rating 
and the minimum weight, which is subject to Rule 34, as pro 
vided by the classification. In other words, the minimum carlo 
weight shown in the commodity item, is not subject to Section 6 
of Rule 34. 

Under similar circumstances Rule 24 rather than Rule 3 
covers the loading feature and provides the basis for charge 
when two smaller cars are furnished in lieu of a larger car 4 
odered by the shipper. 


W. B. Dalton, Instructor of Traffic. 
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FORT WORTH, TEXAS 


ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern MERCHANDISE 
WAREHOUSE fully equipped in the 
City of ROCHESTER. a 


Insurance rate 12 CENTS per Sion. 00. 


Located on private siding of the BUF- 
FALO, ROCHESTER & PITTSBURGH 
RAILWAY, enjoying switching at flat 
Rochester rate with all steam roads. 


B. R. ( P. Warehouse, Inc. 
Rochester, N. Y. 


DENVER, COLORADO 













For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via arly Railroad into. Deriver 
. Free switching to. Warehouse 


Storage capacity. 350,000-square feet 
: Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 


Fireproof Warehouses on Track 


11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 
FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
LL & ABBOTT, Manager 





A wanniiiioie STOCK within’ eke mere jivvnd.j saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 
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456° 





No. 


No, 15083 


No, 


No. 





- 14715. Sub. No. 1. 


. 15084. 


. 15086. The Continental Oil Co., Denver, Colo. vs. 


Digest of New Complaints 


11818. Sub. No. 26. Reichert Lumber Co., St. Louis, Mo., 
Chicago, Peoria & St. Louis et al. 

Against imposition of penalty charge of $10 per car on lumber 
held for reconsignment in period from March 1, 1920, to March 13, 
1922. Asks reparation. 3 
Swift & Co. et al. Chicago, Ill., vs. Arizona 


vs. 


Eastern et al. ; 
Alleges that rule in paragraph VI of W. J. Kelly’s Tariff 
No. 228, I. Cc. C. No. U. S. 1, as to constructing combination 
rates on live stock is unjust and unreasonable as applied to trans- 
portation east of Chicago and Mississippi river crossings of 
sheep and lambs in double deck cars transported from numerous 
western points of origin to New York, N. Y., and Harrison, N. J., 
and that through rates and charges paid on such traffic are and 
have been unjust, unreasonable by reason of the application of 
said rule and of the minimum weights therein provided to the 
transportation east of Chicago, and Mississippi river crossings. 
Ask cease and desist order, just and reaonable weights and 
reparation. ‘ 
Galveston Commercial Association et al., Galveston, Tex., 
vs. Abilene & Southern et al. 

Alleges that defendants, following decision of I. C. C. in Gal- 
veston Commercial Association vs. Alabama & Vicksburg, No. 
11965, 77 I. C. C. 388, have caused to be published rates on cotton 
and cotton linters from points in Oklahoma, Arkansas, Texas, 
Louisiana, Missouri and New Mexico to shipside Galveston for 
export or coastwise movement beyond which are unjust, unrea- 
sonable, unjus:ly discriminatory against Galveston and unduly 
preferential of Houston and Port Houston, Tex. Asks rates not 
in excess of the contemporaneous rates to Houston, shipside, and 
Port Houston, for export and coastwise movement beyond. 
Walter Hill et al., Prescott, Ariz. vs. Santa Fe. 

Unjust and unreasonable rates on fresh fruits and vegetables 
in straight or mixed carloads and in less than carload quantities 
from San Francisco, Los Angeles and related points to Prescott, 
Ariz. Asks cease and desist order, just and reasonable rates 
and reparation. 


15085. State Corporation Commission of New Mexico et al., Santa 
Fe., N. Mex., vs. Santa Fe et al. Soret 
Unjust, unreasonable, discriminatory and prejudicial rates on 


lepidolite ore from Embudo, N. Mex.., 
cease and desist order, 
tion. 


to Wheeling, W. Va. 
just and reasonable rates 


Ask 
and repara- 


Director-Gen- 
eral, as agent. 

Alleges that excessive, unreasonable and otherwise unlawful 
rates and charges were assessed and collected on 18 carloads of 
petroleum products from Greybull Wyo., to Belgrade, Mont. 
Asks reparation, and waiver of collection of any undercharges 
found to exist. 

15087. Marinette & Menominee Paper Co., Chicago, Ill. vs. Chi- 
cago & North Western et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates and charges for the switching of carloads of wood- 


STATISTICS! 


VERY ESSENTIAL EVIDENCE IN TESTING 
THE ‘“‘SRFASONABLENESS” OF RATES ! 


Carrier! Traffic Manager! 


order. 


Data For You. 


Wire us NOW, and perhaps save the day. 


THE TRAFFIC SERVICE CORPORATION 


Special Service Department 


505 Colorado Building 
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Yet in a great many unsuccessful cases, we hear the Interstate Commerce Commis- 
sion utter, to someone, such ominous words as: 


“The Rates Complained Of Are Not Shown To Be Un- 
reasonable,” or ‘“‘Defendants Have Failed to Justify,”’ etc. 


thus sounding the death-knell to many hard-fought, yet perhaps meritorious, cases. 


Commerce Attorney! Do Not Omit This All- 
Important Feature From Your Rate Cases, simply because you do not have the means 
at hand. Ask the T. S. C. for Up-To-The-Minute Figures. You will be supplied on short 
Telegraphic orders given preferred attention. 


Even If Your Complaint Or Answer Is Already In, We Will Prepare All Statistical 
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pulp between the mills of complainant in Menominee and Marinette 

Wis. Asks cease and desist order, just and reasonable charges 

and reparation. 

15087, Sub. No. 1. Same et al. vs. Same et al. 

Same complaint and prayer as to charges for the switch 
of wrapping paper and paper bags between the mills of ¢ 
Plainants in Marinette and Menominee. 

15087, Sub. No. 2. Same vs. Same et al. 

Same complaint and prayer as to charges for the switching of 
coal from docks in Menominee to mill of complainant in Marinette 
19088. The Owens Bottle Company, Toledo, Ohio, vs. Directory. 
General, as agent, Pennsylvania, et al. 

Unjust, unrcasonable, and unlawful rates in violation of See. 
tion 4 on 8 carloads of sand from Millville, N. J., to Clarksburg 
W. Va. Asks reparation. , 
15089. Minnesota & Ontario Paper Co., International Falls, Minn, 
vs. Missouri Pacific. ; : 

Unjust and unreasonable rates on newsprint paper from Little 
Rock, Ark., to St. Louis, Mo. Asks reparation. 

15090. Holcombe & Sons, Trenton, N. J., vs. Central of New 
Jersey et al. 

Unjust and unreasonable rates on ice from Tobyhanna, Pa, 
to Trenton, N. J. Asks cease and desist order, just and reason: 
_— rates when transported in privately owned cars and repara- 
ion. 

15091. American Asphalt Roof Corporation, Kansas City, Mo, ys, 
Boston & Maine et al. 

Unjust, unreasonable, discriminatory and prejudicial charges on 
four cars of talc from Rochester, and Johnson, Vt., to Kansas 
City, Mo. Asks reparation. 

. 15092. National Supply Co., Lincoln, Neb. vs. Director-Genera] 
as agent. 

Unjust and unreasonable rates on 18 carloads of coal 
mines in Pennsylvania, Kentucky and Colorado to points jn 
Nebraska, Kansas and Iowa and 2 carloads of coke from mines 
in Indiana and Virginia to points in Nebraska, because increase 
under General Order No. 28 was applied to each factor of com- 
bination rate. Asks reparation. 

15093. The J. L. N. Smythe Co., Philadelphia, Pa. vs. Chesapeake 

Steamship Co. et al. 

Unjust, unreasonable and preferential rates on pulp paper from 
West Point, Va., to Saugerties, N. Y. Asks reparation. 

3 ~— John Morrell & Co., Sioux Falls, S. Dak. vs. C. B. & Q. 
et al. 
Unjust unreasonable, preferential and prejudicial rates on fresh 

meats and packing house products from Sioux Falls, S. Dak., to 

Lincoln, Neb. Asks cease and desist order, just and reasonable 

rates and reparation. 

15095. Pioneer Coal & Coke Co., St. Louis, 
General, as agent, Pennsylvania et al. 

Illegal charges on shipments of soft coal and coke from points 
in Pennsylvania and West Virginia to various interstate points 
because in excess of the published rates. Asks reparation. 
15096. Arizona Corporation Commission et al., Phoenix, Ariz. vs, 
Arizona Eastern et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
household goods, from points in Mississippi to Phoenix. Asks 
cease and desist order, just and reasonable rates and reparation, 
es Houston Packing Co., Houston, Texas, vs. Boston & Maine 
et al. 

Unjust and unreasonable rates on lard substitutes, green salted 
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ka “Ship by Water” 


DIFFERENTIAL RATES VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma and Aberdeen 


Baltimore, Philadelphia 
and New York 


Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other intormation apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittebureh, Pa. 
39 South St Drexel B!dg. Olive Bldg. 
And at our Branch Offices at ports of call, now 





DIRECT FREIGHT sain 


Via Panama Canal 


REGULAR SAILINGS 


Between 


NEW ORLEANS — MOBILE 


GALVESTON — HOUSTON | 


and 
Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 


Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transhipment at San Francisco. 


Through bills of lading, from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe. 


Rates quoted, bookings -— —— information furnished upon 
cation 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 


424 Whitney Central Building, New Orleans, La. 
Steele B'dg. SWAYNE & HOYT, Inc. 15M 


Galveston, Texas 430 Sarsome St. 


e St. 
New York City 
San Francisco, Calif. 
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_ MUNSON 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


Sailings from. ..Baltimore and New York 
MUNRIO — AUG. 25— AUG. 31 
SIDNEY M. 
HAUPTMAN — SEPT. 8— SEPT. 14 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND AND 
SEATTLE 
Regular and Frequent Sailings Thereafter 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munscn mane: 67 Wall St., New York 


anch Offi 
Chicago, St. tte Pittsburgh, Baltimore 


Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


NAWSCO LINES 


INTERCOASTAL Saad 


PORTLAND PHILADELPHIA 
NEW YORK 


BOSTON 
and 


LOS ANGELES 
SAN DIEGO 
SAN FRANCISCO SEATTLE 
OAKLAND TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S. S. CO. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 
NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 Se. 4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. 


or ADMIRAL LINE Pacific Coast Ports 


FAST 
REGULAR 


PORTLAND 
ASTORIA 
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hides and refuse greases from Houston, Tex., to New York, N. 
Y., and points in New England and Middle Atlantic States, Asks 
cease and desist order just and reasonable rates and reparation. 

No. 15098. H. Rosenblatt & Sons, Beloit, Wis., vs. Director-General 
as agent, Missouri Pacific et al. 

Unjust an unreasonable rates in violation of section 4 on ship- 
ments of denims from Little Rock, Ark., to Beloit, Wis. Asks 
reparation. 

No. 15099. South Dakota State Highway Commission, Pierre, S. D., 
vs. Chicago, Milwaukee & St. Paul et al. 

Excessive, unreasonable and discriminatory rates on shipments 
of steel rails and fastenings from Philadelphia, Pa., and Newark, 
N. J., to Mitchell and Aberdeen S. D. Asks reparation, 

No. 15101. Thomas Day Company, San Francisco, Cal. vs. Director- 
General, as agent, Southern Pacific et al. 

Illegal rates on shipments of semi-indirect lighting bowls, lamp 
globes and lamp shades from points in Eastern Transcontinental 
groups A, B, C, D, E, F, G, H and J to San Francisco, because 
in excess of rates in published tariffs. Asks reparation. 

No. 15102. United Cycle & Supply Co., Los Angeles, Cal. vs. B. & O. 


t al. 

Inapplicable and unlawful rates on 400 crates of bicycles from 
Middletown, O., to Los Angeles, and on 255 crates of bicycles and 
1 box of unfinished bicycle forks from Middletown to Los An- 
geles. Asks reparation. 

No, by y A Golden Rule Refining Co., Wichita, Kan, vs. C. R. I. 
. et al. 

Unjust, unreasonable, prejudicial and preferential rates on 
C, L. shipments of crude petroleum oil from Bass, Burnham, 
Mexia and Rawson, Tex., to Wichita, Kan. Asks reparation. 

No. eee The Texas Co., New York City vs. Director-General, as 
agent, 

Unjust and unreasonable rates on petroleum and its products 
from Port Arthur and Gates, Tex., to various interstate des- 
tinations. Asks reparation to the basis of applicable rates con- 
structed in accordance with the ‘“‘Rule for Constructing Rates on 
Petroleum and its Products, Carloads, as Combination Basis.”’ 
Avers Railroad Administration refuses to settle on basis in ac- 
cord with I. C. C. decision in Sligo Iron Store case. 

No. 15106. Pendleton & Gilkey et al., Minneapolis, Minn. vs. Direc- 
tor-General, as agent, Canadian Northern et al. 

Unlawful, unauthorized, unjust and unreasonable rates on 
shipments of posts and poles from points in Minnesota to various 
interstate destinations. Asks application of principle established 
by Sligo Iron Store case and reparation. 

No, Lye & Hansen-Petersen Co. et al., Virginia, Minn. vs. Santa Fe 
et al. 

Unjust and unreasonable rates in violation of sections 4 and 
6 of the act on oranges from points in California to Virginia, Minn. 
—_ cease and desist order, just and reasonable rates and repara- 

on. 

No, 15108. Shotwell Manufacturing Co., Chicago, Ill. vs. C. & N. W. 

Unjust, unreasonable and discriminatory rates on pop corn 
between Arthur, Odebolt, Schaller and other stations in Sac and 
Ida counties, Iowa, and Chicago. Asks reparation. 

No. 15109. Leroy C. Dunn et al., Des Moines, Ia., vs. American Rail- 
way Express Co. et al. 

Unjust and unreasonable rates and charges on shipments of 
dead bodies between points in the United States because a charge 
equal to two first class railroad tickets is assessed on each body. 
Asks cease and desist order and just and reasonable rate. 

No. ry). The Michigan Silo Co., Kalamazoo, Mich. vs. C. & N. W. 
et al. 

Alleges that defendants will not permit a stop in transit on car- 
loads of cement silo staves moving from Peoria, Ill., to Wis- 
consin destinations for the purpose of partial unloading while 
such privilege is accorded on shipments of wood stave silos and 
other commodities in same territory. Asks for privilege as to 
cement silo staves. 

No. 15112. Apache Powder Co., Bisbee, Ariz. vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
box material and other products taking the lumber rate, also 
sawdust, from El Paso, Tex., and Albuquerque, N. Mex., to 
Curtiss and Kennard, Ariz. Asks cease and desist order, just 
and reasonable rates and reparation. 

No. 15113. Apollo Steel Co. Apollo, Pa. vs. Pennsylvania et al. 

Unjust and unreasonable rates on 9 carloads of spelter from 
Baltimore, Md., to Apollo, Pa. Asks cease and desist order, just 
and reasonable rates and reparation. 


DOCKET OF THE COMMISSION 


Note, Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change jn 
this Docket will be noted elsewhere. $ 


August 3i—New Orleans, La.—Public Service Commission of Louisi- 


ana: ; 

* Finance Docket 2996—In the matter of the application of the Oak- 
dale & Gulf Ry. Co. of La. for a. certificate of public cenvenience 
and, necessity authorizing it to abandon’ a lease of a line of rail- 
road. 

ye 31—Washington, D. C.—Examiner H, C. Davis: 

* Finance Docket 3164—In the matter of the application of the Penn- 
sylvania R. R. Co., to acquire, by lease, the railroad and prop- 
erty of the Pennsylvania-Detroit R. R. Co. 

September 4— Washington, D. C.—Examiner Burnside: 

15057—In the matter of the status of the Hannibal Connecting Rail- 
road Company. 

September 4—Buffalo, N. Y.—Examiner Fuller: 

i, and S. No. 1869—Cancellation class rates, Trunk Line to C. & O. 
Ry. stations in Kentucky. 

* 1, & S. 1889—Cancellation class rates, C. F. A. territory to C. & O. 

Ry. stations in Kentucky. 


September 4—Chicago, I1l.—Commissioner Cox and/or Examiner Bard- 


well: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 
September 5—Wilmington, Del.—Examiner Keene: 
14034—Hercules Powder Co. vs. Director General, B. & O. et al. 
September 5—Salina, Kansas—Examiner Fleming: 
4925—United States Farm Sales Co. vs. Santa Fe et al. 
September 5—Pittsburgh, Pa.—Examiner Gault: 
14963—Transcontinental Oil Co. vs. Pennsylvania R. R. et al. 
14960—Freehold Lumber Co. vs. C. & O. Ry. et al. 


September 6—Washington, D. C.—Examiner H. C. Davis: 


* Finance Docket 3168—In the matter of the joint application of the 
Lehigh Valley R. R. Co. and the Reading Co., to acquire control, 
oO. 


by purchase, of the stock of the Ironton R. R. C 








Vol. XXXII, No. 5 
August 





EVERY STEP |j 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


1—Released Rate Orders 

2—Fourth Section Applications 

8—Fourth Section Orders 

4—Sixth Section Orders 

5—Investigation and Suspension Orders 
6—Suspension Orders Vacated 

7—New Tariffs and Supplements Filed with the I. C.C, 
8—Tariffs Rejected by the I. C. C. 

9—Express Tariffs Filed with the L C. C. 
10—Shipping Board Tariffs 

11—Central Freight Association Docket 
12—Central Freight Association Hearings 

13—C. F. A., Coal, Coke and Iron Ore Docker 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Freight Association Docket 
19—Southern Freight Association Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 

23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 

25—Trunk Line Association Hearings 

26—Trunk Line Coal and Coke Docket 

27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
$2—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 
35—National Diversion and Reconsignment Dockets 
36—Embargo Notices, Modifications and Cancellations 
37—Steamship Sailings 

38—Express Classification Docket 

39—Address of Roads Filing First Tariff with I. C. C. 
40—Adoption Notices 


Samples and full information free on request 
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5000 MiILEs or LINE 
THrouGH [HE Heart oF INDUSTRIAL AMERICA 


, DETROIT x 
0 
CHICAGO 


7x CLEVELAND 


YOUNGSTOWN 


ST, LOUIS 


0 arenas 


Was HI NGTON 


SERVING EIGHT OF THE TEN LARGEST CITIES 


SERVICE to satisfy both shippers 
and receivers. BALTIMORE & 


FREIGHT 


OHIO train 97 operated from New York to Chicago 
and St. Louis; and train 94 operated from Chicago 


and St. Louis to New York, and all intermediate 
points, have a well established reputation for regu- 
larity of performance and dependable service. Di- 
rect connections for points north, east, south and 
west. 


For information as to rates, routes, schedules, etc., 


Ship and 


P ASSENGER SERVICE that incorporates 

safety, courtesy, comfort and de- 
pendability, supported by a dining car service that 
meets every reasonable requirement. The modern 
through passenger trains of the Baltimore & Ohio 
serve eight of America’s ten largest cities, and over 
one thousand important cities and towns of the east- 
ern United States are reached by its own rails along 
a route rich in scenic and historic interest. 


ask any Baltimore & Ohio Agent or Representative 


Travel via 


BALTIMORE & OHIO RAILROAD 


=Ye)- Bee) a 








View of the Port of Seattle. Hanford Street Terminal. 
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Public Grain Elevator 


The Port of Seattle has provided one million bushel bulk public 


storage grain elevator to 
and shippers of grain. 


meet the needs of growers 
Ample sack storage. 


Splendid equipment. 
Route your grain via Port of Seattle Public Terminals. 


PORT OF SEATTLE — 


SEATTLE, WASHINGTON 
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a or wy ef 6—Bismarck, North Dakota—Examiner Matckley: 
-&s. 1863—Switching at stations in North Dakota. 
on >tember 6—Huntington, W. Va.—Examiner McChord: 
4545—West Virginia Rail Co. vs. P. R. R. et al. 
Spree, 6—Buffalo, N. Y.—Examiner Fuller: 
. & S. 1864—Sand and gravel from Canada to points in New York 
» ae Pennsylvania. 

14777—The State of New York and Edward S. Walsh, Superintendent 
of Public Works of the State of New York, vs. New. York Central 
Railroad, 

ptember 6—Wilmington, Del.—Examiner Keene. 
a Bancroft & Sons Co. vs. Director-General P. & R. 
y. et a 
a re fae oe Ill.—Examiner Gault: 
& §. 1867—Absorption of icing and re-icing charges on; less- 
” carload shipments of dairv products. 
* 1. and S. 1867 (first supplemental order)—Absorption of icing and 
reicing charges on L. L. shipments of dairy products. 
September 7—Philadelphia, Pa.—Examiner Keene: 
14987—Weston Dodson & Co., Inc. vs. N. Y. O. & W. et al. 
September 7—Wichita, Kan.—Examiner Fleming: 

14993—The Wichita Board of Commerce et al. vs. Santa Fe et al. 

no ww 7—Denver, Colo.—Examiner Koebel: 

i; & S. No. 1861—Furniture, W. T. L. territory on and east of the 
Missouri River to Denver, Colo., and related points. 

September 7—Denver, Colo.—Commissioner Cox and/or Examiner 
“Bardwell: 

14941—Investigation into the administration of Section 4 of the 

Interstate Commerce Act (per Senate resolution of March 3). 

a grey <— Celenee. Ill.—Examiner Gault: 
one S. No. 1874—Cheese from Wisconsin points to Ohio river cross- 
ngs. 

September 8~Louisville, gr pt a yg ater 

14893—-Standard Qil Co. (Kentucki va Men fBex as) etal, - 

14959—W. J. Riedling Trading an ading” bosinehes as W. . Rieaing — 
& Cojovss C. C: C. & Ste Le RS ab S&a0 

September. 10—Washington, D. Cr—-Ditestor Maha emes- 

Financé docket 3169—In the matter of the application or the D, & R. 
G. W. R. R. Co. for authority, among other things, to issué- Lame 
ties and assume obligations. 

September 10—Bartlesville, Okla.—Examiner Fleming: 
14995—Phillips Petroleum Co. vs. Santa Fe et al. 
Sept. 10—Washington, D. C.,—Examiner Marchand: 

Valuation Docket No. 234—In re tentative valuation of the property 

of Augusta Belt Railway Company. 
~~ ed 10.—Denver, Colo.—Commissioner Hal] and Examiner Koe- 


14886-—The Geto & New Mexico Coal scnrenead Assn, vs. D. & 


Gaptemper 10—St. Louis, Mo.—Examiner Flynn: 

- & S. 1862—Tripoli from Kansas and Missouri to Western Trunk 
" Line Territory. 

Sopromber 10—Meadville, Pa.—Examiner Fuller: 
4990—Crawford Sand and Gravel Co. vs. Erie R. R. Co. 

September 10—Great Falls, Mont.—Examiner Mackley: 

issee—Boval Milling Co. vs. Director General. 
14682—Devine & Asselstine et al. vs, A. C. L. R. R. et al. 
capeenorr 10—Chicago, Ill.—Examiner Gault: 
& S. 1866—Grain and Grain Products from Iowa, Minnesota and 
" South Dakota to Texas. 
cope 10—New York, N. Y.—Examiner Keene: 
14746—Italian Government Commission vs. Director General. 

September 11—Washington, D. C.—Examiner F. W. White: 

* Fourth section application 12427 of Old Dominion Transportation Co. 
(rates between New York, N. Y., and Richmond, Va., via New- 
port News, Va.). 

Sept. 11—Washington, D. C.—Examiner Marchand. 

Valuation Docket No. 247—In re tentative valuation of the property 
of Augusta and Summerville R. R. Company. 

September 11—Oklahoma City, Okla.—Examiner Fleming: 

14178—Liberty Glass Co. vs. Missouri Pac. R. R. et al. 

bes ef 11—St. Louis, Mo.—Examiner Flynn: 
12794—Eddy & — Manufacturing Co. vs. Director General, Mo. 
Pac. R. R. et al. 

September 11—New York, N. Y.—Examiner Keene: 

12477—Massachusetts Oil Refining Co. vs. Boston & Albany R. R. 
(N. Y. C. R. R, Lessee) et al. 

September 11—Memphis, Tenn.—Examiner McChord: 

14846—Joneshoro Freight Bureau et al. vs. St. L.-S. W. Ry. et al. 

September 11—St. Louis, Mo.—Examiner Flynn: 

12779—National Preservers and Fruit Products Asso. vs. Abilene & 
Southern et al. 

12779 (Sub. No. 1)—National Preservers and Fruit Products Asso. 
vs. Director General. 

Sept. 12—Frankfort, Ky.—Railroad Commission of Kentucky: 

Finance Docket 2954—In the matter of the application of the Frank- 
fort & Cincinnati Ry. Co. for a certificate of public convenience 
and necessity authorizing it to abandon its line. 

September 12—St. Louis, Missouri—Examiner Flynn: 
3831—Peerless White Lime Co. et al. vs. C. & E. I. Ry. et al. 

September 12—New York, N. Y.—Examiner Keene: 

14882—Union Smelting & Refining Co., Inc., et al. vs. Cent. R. R. 
of N. J. et al. 

September 12—Memphis, Tenn.—Examiner McChord: 

14898—Memphis Freight Bureau for King-Hasse Furniture Co. et al. 
va. A. G. 3 BR. et al. 

September 12—Cleveland, Ohio—Examiner Fuller: 

14907—The Pittsburgh & Conneaut Dock Co. vs. P. R. R. et al. 
14907 (Sub 1)—Pittsburgh Steamship Co. vs. P. R. R. et al. 

September 12—Chicago, Ill.—Examiner Hillyer: 
14981—Armour & Co. et al. vs. Santa Fe et al. 
14771—John Morrell & Company et al, vs. N. Y. C. et al. 

14771 (Sub. No, 1)—Swift & Company et al. vs. N. Y. C. et.al. 
14771 (Sub. No, 2)—Wilson & Company et al. vs. N. Y. C. et al. 
September 13—St. Louis, Mo.—Examiner Flynn: 


14972—Toberman, Mackey & Co. vs. Terminal Railroad Ass’n of St. 


Louis et al. 


14908—(and Sub. Nos. 1 to 11, incl.) Tobermann, Mackey & Co. vs. 


Carriers. 


September 13—Oklahoma City, Okla.—Examiner Flemin 
14781 (Sub. Nos. 
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THE UNION TERMINAL WAREHOUSE COMPANY 

The only warehouse within the harbor zone offers an adequate and efficient service to shippers and 
receivers of freight through the Port of Los Angeles. 

480,000 square feet of fireproof free and U. S. Customs Bonded warehouse space. 

Wharfage and handling 314 cents per cwt. Railroad charge from shipside to warehouse 2 cents per cwt. 

Warehouse handling charge including unloading and in and out handling 5 cents per cwt. 

Insurance rate 25 cents per hundred dollars per year. 

We solicit the distribution of\ general merchandise and the storage of cotton, wool, grain, flour, 
sugar, coffee, copra, oil cake, automobiles, news print, paper, canned goods and all staples. 

Pool car shipments distributed throughout the Southwest. 

High density cotton compress operated in conjunction with the warehouse. 

We will arrange for the booking of steamer space when requested. 

Storage, Forwarding and Distribution. 


Union Terminal Warehouse Company 


Los Angeles: San Pedro: Chicago: New York City: 


731 Terminal Street Post Office B-x 126 123 W. Madison Street 100 Broad Street 
(Port of Los Angeles) 


THE LOGICAL ROUTE 
Through Los Angeles Harbor 


With its millions of dollars worth of waterfront improvements and with its thousands of feet of wharves of 
which more than 15,000 feet are owned by the city, the Harbor of Los Angeles offers manufacturers and 
traders a gateway to and from world ports that is unequalled in the great Pacific Southwest. 
























The City of Los Angeles owns and operates eight transit sheds having a uniform width of 100 feet and a com- 
bined length of 6,000 feet. 


The entire waterfront is served on equal terms by the Santa Fe, Southern Pacific, Union Pacific and Pacific 
Electric Railway Companies through the Municipal Terminal System which has approximately 25 miles of 
trackage. 
Fifty-five steamship services reach from the Harbor of Los Angeles to more than 100 world markets. 
For these reasons and many others, DIRECT YOUR SHIPMENTS VIA THE LOGICAL ROUTE. 
Write at once for a free illustrated book 
> and port maps giving complete informa- han 


tion on the port facilities and charges. 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, U.S. A. 
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A. G. 8. R. R. et al. and rtions of fourth section applications 
Nos. 1766, 959, 2811, 462, 582, 677 and 1618. 

14781 (Sub-No, 3)—Merchants and Manufacturers Traffic Bureau et 
al. vs. A. G. S, et al. 

September 13—New York, N. Y.—Examiner Keene: 

14934—Nestle’s Food Co., Inc., vs. C. & N. W. Ry. et al. 
15012—The Richmond County: Coal Merchants Association et al. vs. 
B. & O. R. R. et al. 
September 13—Helena, Mont.—Examiner Mackley: 
4572—Board of Railroad Commissioners of the State of Montana 
vs. Butte, Anaconda & Pacific Railway Company et al. 

September 14—Washington, D. C.—Examiner Burnside: 

* Finance docket 468—In the matter of settlement with the Fort 
Dodge, Des Moines & Southern R. R. Co. under section 209 of 
the Transportation Act, 1920. 

September 14—Salt Lake City, Utah—Commissioner Cox and/or Exam- 
iner Bardwell: 

14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 

September 14—Toledo, Ohfio—Examiner Fuller: 
4876—Toledo Cooker Co. vs. Nelson & Albemarle Ry. et al. 

September 15—Chicago, I1l.—Examiner Gault: . 

14983—American Association of Nurserymen vs. Am. Ry. Ex. 

September 15—Detroit, Mich.—Examiner Fuller: 

14991—General Motors Corp. vs. Director*General, N. Y. C. R. R. 

September 17—Galveston, Tex.—Examiner Fleming: 
4891—Geo. H. McFadden & Brother’s Agency vs. Director-General. 

14920—Julius W. Jockusch et al. vs. G. C. & S. F. Ry. et al. 

September 17—New York, N. Y.—Examiner Keene: 

as a tes ene Association of Waste Material Dealers vs. D. L. & 


September 17—Chicago, Ill.—Examiner Gault: 
14733—-A, G. Sulfer & Company vs. Director General and portions of 
fourth section applications 704 and 2045. 
15005—J. K. Dering Coal Company et al. 
& E. I. R. R, et al. 
September 17—Detroit, Mich.—Examiner Fuller: 
Il, & S. 1853—Increased switching charges at Detroit, Mich. 
September 17—Spokane, Wash.—Examiner Mackley: 
14974—Spokane Merchants’ Ass’n, a Corporation, vs. American Rail- 
way Express. 
September 17—Washington, D. C.—Examiner Kelly. 
Val. Okt. No. 216—In re tentative valuation of the property of 
Northern Alabama Railway Company. 
September 17—Washington, D. C.—Examiner Pyne: 
11881—Krauss Brothers Lumber Co. vs. Director-General, Ala. & 
Miss. R. R. et al. 
11881 (Sub. 1)—Krauss Brothers Lumber Co. vs. Director-General, 
Ala., Tenn. & Nor. R. R., et al. 
September 17—St. Louis, Mo.—Examiner Flynn: 
14985—American Paper Products Co. vs. Santa Fe et al. 
September 18—St. Louis, Mo.—Examiner Flynn: 
* |. and S. 1886—Bituminous coal from mines in Illinois to certain sta- 
tions in Missouri. 
September 18—Washington, D. C.—Examiner Pyne: 
ee Oil & Gags Co. vs. Director-General, L. & N. R. R., 
et al. 
September 18—New York, N. Y.—Examiner Keene: 
14996—Borden’s Farm Products Co. vs. N. Y. N. H. & H. R. R. et al. 
September 18—Chicago, Ill_—Examiner Gault: 
14917—-Chicago Live Stock Exchange vs. Director General Canadian 
Pacific Ry. et al. 
September 18—Washington, D. C.—Examiner Griffin: 
4897—Keystone Roofing Manufacturing Co. vs. Director-General. 
yeotamter Pee Idaho—Commissioner Cox and/or Examiner 
ardwell: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 
September 18—Chicago, IllL—Examiner Gault: 
4945—Minnesota & Ontario Paper Co. vs. Director General, B. & O. 
September 19—New Orleans, La.—Examiner McChord: 
I, and S. 1858—Cotton and cotton linters from Louisiana and Arkan- 
sas to Louisiana and Texas Gulf ports. 
September 19—New York, N. Y.—Examiner Keene: 
4905—Rope, Paper Sack Bureau vs, A. & V. et al. 
September 19—Houston, Tex.—Examiner Fleming: 
— oa Chamber of Commerce vs. Alexandria & Western 
y et al. 
September 19—Seattle, Wash.—Examiner Mackley: 
4572—Board of Railroad Commissioners of the State of Montana 
vs, Butte, Anaconda & Pacific Railway Company et al. 
Sept. 19—Argument at Washington, D. C.: 
3608—Southern Wire and Iron Co, et al. vs. The Akron, Canton & 
Youngstown Ry. Co. et al. 
13802—Texas Farm & Ranch Publishing Company vs. Ahnapee & 
Western Ry. et al. ; 
Portions of fourth section application No. 700, filed by F. A. 
Leland, relating to rates on printing paper from Cheboygan and 
Kalamazoo, Mich., to Dallas, Texas, etc. 
13656—Early-Foster Co. vs. Santa Fe et al. 
14403—Express Publishing Company vs. G. H. & S. A. Ry. et al. 
September 20—Washington, D. C.—Examiner Pyne: 
14836—Union Sulphur Co. vs. Texas & New Orleans R. R. Co. et al. 
September 20—New Orleans, La.—Examiner McChord: 
5004—-Mississippi Southern R. R. vs. G. & S. I. et al. 
September 20—New York, N. Y.—Examiner Keene: 
14921— Wiliam F. Allen & Co., et al. vs. P. R. R. 
September 20—St. Louis, Mo.—Examiner Flynn: 
15013—Consolidated Coal Company of St. Louis vs. Mo, Pac. R. R. 
et al. 
September 20—Chicago, Ill_—Examiner Gault: 
14899—East St. Louis Cotton Oil Co. vs. B. & O. R. R. et al. 
September 20—Argument at Washington, D. C.: 
13513—Stuttgart Rice Mill Co. et al. vs. A. & V. Ry. Co. et al. 
13883—Anheuser-Busch, Inc., vs. B. & O. C. T. R. R. Co. et al. 
13865—Anheuser-Busch, Inc., vs. C. & A. R. R. et al 
September 21—Michigan City, Ind.—Examiner Fuller: 
14965—Indiana State Chamber of Commerce vs. Santa Fe et al. 
tember 21—Houston, Tex.—Examiner Fleming: 
4976—Edgar L. Pearson & Co. vs. St. L., B. & Mex. Ry. et al. 
14878—Merchants & Planters Oil Co. vs. Santa Fe et al. 


vs. Dircetor General, C. 
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September 21—Argument at Washington, D. C.: 
4366—Van Dyke Smelting and Retining Works, Inc., vs. Pa. RR 
— ‘/—- No. dae Dyke Smelting and Refining Works, Inc,, yg 
a. R. R. et al. 
14021—American Sugar Refining Co. vs. Director General. 
14419—The Atlantic Refining Co. vs. Director General, B. & 0. R.R 


et al, 
13978—E. I. Du Pont de Nemours & Co. vs. Director General. 
September 22—New Orleans, La.—Examiner McChord: 
15003—-Mississippi Southern R. R, vs. G. & S. I. 
September 22—Argument at Washington, D. C.: 
13895—The Mathieson Alkali Works, Inc., et al. vs. B. & O. RR 


et al. 
— (Sub. 1)—The Mathieson Alkali Works, Inc., et al. vs. B. R, 4 


. Ry. et al, 
13895 (Sub. 2)—The Mathieson Alkali Works, Inc., et al. vs. Erie ie The 
R. R. et al. 
13887—Coastwise Lumber and Supply Co., Inc., vs. Pa. R. R. et al, 
September ge-~-tislene. Mont.—Commissioner Cox and/or Examiner 
ardwell: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3), 
a 24—Argument at Washington, D. C.: 
inance Docket 2883—In the matter of the application of the Arkan. 
sas Short Line for a certificate of public convenience and necessity 
authorizing it to construct a line of railroad in Arkansas, 


September 24—Boston, Mass.—Commissioner Hall and Examiner 


Healey: 
12964—Consolidation of railroads. 
September 24—Boston, Mass.—Examiner Keene: 
1. and S. 1855—Asphalt from New Orleans and related points to points 
in Arkansas, 
September 24—Chicago, Ill.—Examiner Gault: 
14904—-The Griess-Pfleger Tanning Co. vs. Central Railroad Co. of 
New Jersey et al. 
14904 (Sub. 1)—Griess-Pfleger Tanning Co. vs. B. & O. et al. 
Septembr 24—Portland, Ore.—Examiner Mackley: 
13199—West Coast Lumbermen’s Association et al. 
General, Southern Pacific Co. et al. 


September 24—Houston, Tex.—Examiner Fleming: 
1. & S. 1831—Petroleum, Kansas and Oklahoma to El Paso, Texas, 
and group. 
September 24—Indianapolis, Ind.—Examiner Fuller: 
a State Highway Commission vs. Abilene & Southern 
y. et al. 
14838—Buhner Fertilizer Co. vs. B. & O. R. R. et al. 


September 24—Washington, D. C.—Examiner Kelley: 
Val. Dkt. 230—In re tentative valuation of the property of the Troy 
Union Railroad Co. 
Val. Dkt. 264—In re tentative valuations of the properties of the 
ccc & St. L. Ry. Co. 
September 24—Washington, D. C.—Examiner Marchand: 
Valuation Docket 178—In re tentative valuation of the property of 
Louisville & Jeffersonville Bridge Company. 
September 24—Argument at Washington, D. C.: 
14078—The Chattanooga Mfg. Co. vs. A. G. S. R. R. et al 
14077—Louisville Fire Brick Works vs. Director General, Southem 


Ry. 

14108—Sales Department, Gillican-Chipley Co., Inc., vs. Director 
General, Gulf & Northern R. R. 

14108 (Sub 1)—Sales Department, Gillican-Chipley Co., 
Director General, Angelina & Neches River R, R. 

14677—Louisville Pottery Company vs. Director General. 


September 24—Kansas City, Mo.—Examiner Flynn: 

* |. and S. 1890—Transit privileges on trans-continental grain at sta- 
tions on the St. L.-S. F. Ry. 

Sept. 24—Washington, D. C.—Director Mahaffie: 

Finance Docket 3131—In the matter of the application of the A © 
L. R. R. Co. and L. & N. R. R. Co. for authority to acquire con- 
trol, by lease, of the railroad and properties of the C. C. &0. 
By 9nd Cc. Cc. & O. Ry. of S. C., and Clinchfield Northern Ry. 
oO y. 

September 25—Chicago, Ill.—Examiner Gault: 
3107—National Live Stock Exchange vs. Santa Fe et al. 


September 25—Gulfport, Miss.—Examiner McChord: 
14854—-Gulfport Fertilizer Co. vs. L. & N. 


September 25—Portland, Ore.—Examiner Mackley: 
14558—Booth Kelley Lumber Co. vs. Director General Sou. Pac. Co. 
Cogan eee. Wash.—Commissioner Cox and/or Examine 
arawell: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 
September 25—Argument at Washington, D. C.: 
. 14109—The Board of Trade of Cairo, Ill, vs. A. G. S._R. R. et al. 
13690—The United States Coal and Coke Co., Inc., vs. Director Gel- 
eral, Pa. R. R., et al. 
14247—Wadhams Oil Co. et al. vs. C. & N. W. Ry. et al. 
14247 (Sub. 1)—O’Neil Oil] and Paint Co. vs. C. & N. W By. et al. 


Sept. 26—Washington, D. C.—Examiner Sweet: t 
Valuation Docket 228—In re tentative valuation of properties 0 
Mineral Range R. R. Co. and Hancock & Calumet R. R. _ 
Valuation Docket 256—In re tentative valuation of property ° 
Duluth, South Shore & Atlantic Ry. Co. 
September 26—Kansas City, Mo.—Examiner Flynn: 
14890—The Haydite Co. et al. vs. A. T. & S, F. et al. 


September 26—Fall River, Mass.—Examiner Keene: 
14492—-Fall River & Norfolk S.S. Co., Inc. vs. S. A. L. et al. 
September 26—Chicago, 01l.—Examiner Gault: 
14994—-Laona & Northern Ry. vs. C. & N. W. Ry. 


September 26—Indianapolis, Ind.—Examiner Fuller: ain 

1 1894—Indiana rates, fares and charges (on question raise 
Commission’s orders of March 5 and July 2). 

September 26—Argument at Washington, D. C.: 
14012—Sewell Valley R. R. Co. vs. C. & O. Ry. 
14288—Oscar Mayer & Co. vs. C. & N. W. Ry.-et al. 

Septmeber 26-—Portland, Ore.—Examiner Mackley: : Nor 
4868—The Portland Traffic & Transportation Association VS. . 

Pac. Ry. et al. : Nor. 
14954—The Portland Traffic & Transportation Association vs. 
Pac, Ry. et al. 

September 27—Chicago, Ill.—Examiner Gault: half of 
14900—Manufacturers Association of Chicago Heights on bela 

American Manganese Steel Co. vs. B. & O. R. R. et al. 


Tl 


vs. Director 


Inc., v8 


Te 








R. R 
. Re 
3. Erie 


et al, 
rminer 


of the ‘ 
). 


Arkan- 
cessity 


aminer 
Points 


Co. of 


irector 
Texas, 
uthern 
e Troy 
of the 
erty of 
outhern 
Director 
1c., VS. 
at sta- 
e AC, 


re con- 
>. & 0 


mn Ry. 


ac. Co. 
caminet 


of the 
3). 


, et al. 
or Gel- 


at al. 
rties of 


0. 
erty of 


ised in 


ys. Nor. 


vs. Nor. 


ehalf of 


ugust 25, 1928 


| The South’s Most Centrally Located 

















THE TRAFFIC WORLD 463 


MEMPHIS 


TENNESSEE 


Oregon Transfer Co. 


ESTABLISHED 1868 


Distributing Center 


The Home of the World’s Largest 
Cotton Warehouses, operating 
departments for the 


STORAGE 


of General Merchandise 
Automobiles 
and 


Pool Car Distribution 


Lowest Rates, Insurance 





The experience of over half a 
century in the Warehouse and 
Transfer business in Portland has 
taught us that satisfactory service 
makes satisfied customers. 


Let us show you how to re- 
duce your overhead and increase 
your profits. 


Facts Concerning Our Warehouses 


200 Acres Concrete Warehouses 
All on Ground Floor 
Four warehouses, 255,000 sq. 


ft. floor space, make it possible for 
us to take care of your business 
in a creditable manner. 


Automatically Sprinkled 
Finest Fire Alarm System Privately Policed 












Ten Miles Standard Railroad Served by 10 Railroads 
Mississippi Warrior Barge Line 


No switching charge on C. 
Trackage Facilities 500 Cars 


L. shipments. 
Our Own Fleet Motor Trucks 





An organization of experienced operatives permitting 


Our Slogan: Satisfactory Service 
unexcelled service at all times 


Makes Satisfied Customers 
Information gladly furnished 


Oregon Transfer Co. 


474 Glisan Street, Portland, Ore. 
Chicago Office: 123 West Madison Street 


MemphisTerminal Corporation 


General Offices 
15th Floor Central Bank Building 


Member: American Warehousemen’s Association 
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14962—-Manufacturers’ Asso. of Chicago Heights on behalf of Ameri- 
can Manganese Steel Co. vs. P. R. R. et al. 
September 27—Kansas City, Mo.—Examiner Flynn: 
14886—Black Steel and Wire Co. vs. Santa Fe et al. 
1. and S. 11—Wasteful service by tap lines—Prescott & N. W. R. R., 
Ouachita & N. W. R. R., and Louisiana & Pacific Ry. 
9024—Oakdale & Guif Ry. Co. 
September aon Wash.—Commissioner Cox and/or Examiner 
Bardwell: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 
15041—Independent Slaughterers’ Traffic Association vs. N. Y. C. 
R. R. et al. 
September 27—Jacksonville, Fla.—Examiner McChord: 
14903—Rosser & Fitch et al. vs. A. C. L. R. R. et al. 


September 27—New York City, N. Y.—Examiner Hillyer: 
14771—John Morrell & Company et al, vs. N. Y. C. et al. 
14771 (Sub. No. 1)—Swift & Company et al. vs. N. Y. C. et al. 
14771 (Sub. No. 2)—Wilson & Company et al. vs. N. Y. C. et al. 


September 27—Argument at Washington, D. C.: 
14124—American Hominy Co. vs. Director General. 
13972—Alabama & Mississippi R. R. Co. et al. vs. Santa Fe Ry. et al. 
13655—Grand Rapids Terminal Belt Ry. Co. vs. Pere aMrquette et al. 


September 28—Indianapolis, Ind.—Examiner Fuller. 
14896—American Strawboard Co. vs. Ill. Cent. et al. 
September 28—Boston, Mass.—Examiner Keene: 
S$. 1872 (first supplemental order)—Track storage charges on 
grapes at Boston and East Cambridge, Mass. 


September 28—Atlanta, Ga.—Examiner McChord: 
4919—J. W. Patterson Commission Co. et al. vs. Director General, 
P. R. R. et al. 
14949—Randall Bros. vs. L. & N. et al. 
14949 (Sub. No. 1)—W. R. Smith vs. L. & N. et al. 
14949 (Sub. No. 2)—T. A. Hinson Coal Co. vs. L. & N et al. 
14949 (Sub. No. 3)—White Coal Co. vs. L. & N. et al. 
14949 (Sub. No. 4)—Fulton Ice & Coal Co. vs. L. & N. et al. 
14930—W. M. Fain Grocery Co. vs. L. & N. et al. 


September 28—Boston, Mass.—Examiner Keene: 


1. & S. 1872—Track storage charges on grapes at Boston and East 


Cambride, Mass. 


September 28—El Paso, Tex.—Examiner Fleming: 
4870—El Paso Chamber of Commerce vs. Santa Fe et al. 


September 28—Argument at Washington, D. C.: 
14413—Mississippi Railroad Commission et al. vs. A. & V. Ry. et al. 


September 29—Argument at Washington, D. C.: 
14456—James W. Person vs. Illinois Central R, R. Co. 


September 29—Argument at Washington, D. C 


1. and S. 1842—Rules, regulations and charges for protective serv- 
ice on perishable freight (argument covers all suspended items 


except Paragraph H of Rule 200A). 
October 1—Big Stone Gap, Va.—Examiner McChord: 
* 14950—lUnited Collieries, Inc., vs. Southern Ry. 


October 1—Topeka, Kans.—Examiner Flynn: 
14801—Missouri Portland Cement Co. vs. A. T. & S. F. et al. 
14911—Lehigh Portland Cement Co. vs. A. T. & S. F. et al. 


October 1—Minneapolis, Minn.—Examiner Gault: 


15014—Campbell Construction Co. vs. La Crosse & Southeastern et al. 
15014 (Sub. No. 1)—Campbell Construction Co. vs. La Crosse & 


Southeastern et al. 
14933—Campbell Construction Co. vs. La Crosse & Southeastern. 
14946—Vye Grain Co. vs. C. M. & St. P. et al. 


October 1—Douglas, Ariz.—Examiner Fleming: 


11783—Traffic Bureau of the Douglas Chamber of Commerce and 


Mines et al. vs. Director General, Arizona Eastern et al. 
October 1—Terre Haute, Ind.—Examiner Fuller: 
14709—Ayrshire Coal Co. vs. Sou. Ry. 
October 1—Big Stone Gap, Va.—Examiner McChord: 
14950—United Collieries, Inc. et al. vs. Sou. Ry. et al. 


October 1—San Francisco, Calif.—Examiner Mackley: 
14814—United Commercial Co. vs. Sou. Pac. Co. et al. 


14467—Hercules Powder Co. vs. Director General, Bingham & Gar- 


field Ry. 


October 1—Washington, D. C.—Examiner Marchand, 


Valuation Docket No. 279—In re tentative valuation of the property 


of Muscatine, Burlnigton & Southern Railroad Company. 


October 1—San Francisco, Calif.—Commissioner Cox and/or Examiner 
of the 


Bardwell: 
14941—Investigation into the administration of Section 4 
Interstate Commerce Act (per Senate resolution of March 3). 
October 1—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 
Toledo, St. Louis & Western Railroad Company. 
October 2—Douglass, Ariz.—Examiner Fleming: 
14958—Buxton-Smith Co. vs. El P. & S. W. R. R. et al. 


October 2—San Francisco, Calif.—Examiner Mackley: 
14873—W. P. Fuller & Company vs. Sou. Pac. Co. 


October 3—Argument at Washington, D. C.: 


1. and S. No. 1782—Proportional class rates between Upper Mis- 
sissippi River crossings and points in Iowa, Minnesota, Missouri 


and South Dakota. 


ARTHUR B. HAYES 
ATTORNEY AT LAW 
Colorado Building, Washington, D.C. 


Former Member of the Department of Justice as 
Solicitor of Internal Revenue 


Interstate Commerce Litigation a 
S;ecialty 
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RATES ON COPPER BULLION 


The Trafic World Washington Bure 


The Commission, August 24, decided to suspend the tarifs 
of the transcontinental carriers, reducing rates on copper bullio 
SO as to enable them to compete, all-rail, eastbound, with cat 
riers taking that traffic to Pacific ports for shipment through 
the Canal to the Atlantic seaboard. A heavy volume of protest 
was received. The reduction from Utah to Montana points, 
which became effective at midnight August 24, was from $16.5 
to $12.50 a ton; from Colorado, from $14.15 to $12.50; and from 
Arizona, from $14.50 to $12.50. 








PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 








RICHARD T. EDDY 


Commerce Counsel 


PACIFIC FINANCE BUILDING 
LOS ANGELES, CALIFORNIA 


Ten years Attorney and Special Examiner Interstate 
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fornia Railroad Commission. 
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WASHINGTON CHICAGO 
COLORADO BUILDING 418-430 S&S. MARKET STREET 
Telephone, Main 3840 Telephone, Harrison 8808 
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NEW ORLEANS 


(Second Port, U. S. A.) 
NO CONGESTION—NO DELAY 


It should be borne in mind when planning for the movement of Fall and Winter shipments that 


THIS PORT IS OPEN THROUGHOUT THE YEAR 


That the port facilities for handling 


GRAIN 
COTTON 


and all classes of 


MERCHANDISE 


are unsurpassed 
















Nearly 100 Steamship Lines 
and Ten Trunk Line Railroads serve the 
PORT of NEW ORLEANS 


For further information address} 


BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 
New Orleans, La. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 





ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 1040 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 

























THE TRAFFIC WORLD Vol, XXXII, No. 9 septe 


- Qastest steamers 









between San Francise¢ r 
and the Orient 





75 Nears Of UNEXCELLED 
FREIGHT SERVICE 


Highest Marine NEXT SAILINGS 


Classification Passengers and Express-Freight 
Lowest Insurance From San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 


Rates 


Hongkong and Manila 


eiaadiidaen > a President ac ae nyt x .September 6 

: President Cleveland sails September 20 

ee Dept. S. S. President Pierce sails...... October 4 

~— —T? S. S. President Lincoln sails ..... October 18 

at Shippers’ Service S. S. President Wilson sails ...November 1 
Always and every ] 4 days thereafter 





Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California St., San Francisco, Cal. Central Bldg., 108 West Sixth St., Los Angeles, Cal. 10 Hanover Square, New York City 
Also at TRANSCONTINENTAL FREIGHT COMPANY OFFICES 


Woolworth Building Old South Building Drexel Building Union Trust Building 
New York City Boston, Mass. Philadelphia, Pa. Cincinnati, Ohio 
Ellicott Square Building Hippodrome Building 1700 Fifteenth Street 203 South Dearborn Street 

Buffalo, New York Cleveland, Ohio Denver, Colorado Chicago, Illinois 


Managing Agents 


U. S. SHIPPING BOARD 
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The San Antonio and Aransas Pass Railway Co, 
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J. s. Peter, UY Wl .y 
Vice-Pres. & Gen. Mgr. }, yEnid 
San Antonio, Tex. et 
I. G Mangham, Uy Y, Geary El ~ - ° Muskogee 
Gen. Frt. A | 0 OklahomaCit 
San Antonio, Tex. Amari 1, r wes 
J. B. Brooks, Anadarko) &.,.* 4 
Ch 
A. G. F. A, Y — 9 McAlester ; 
San Antonio, Tex. Uy Little Rock, 
H. C. Franks, vos ‘ 


Gen. Agt. Frt. Dept., Qa “Uy, ? — 


EN eI 
Houston, Tex. | \ * es St Riremapeet 
R SS : \) pret ; 


<x — byTe“Kas Cit $ 


Gal 
Sz aivesTon 


Vy 

San Antonio, Tex. Yy 

W. A. Springall, Yy 
Com. Agt., 

San Antonio, Tex. 7 

A. R. oy Y 

Com. Agt., 


SPEEDY, 


ACCURATE, 
AND — 


ACCOMMODATING 
PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 

List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 

Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 

Southern Pacific Lines 

San Antonio. Uvalde & Gulf R. R. 






San Antonio _ Christi 














___Waco Houston 
wae CMI. «.:.---- H days : days ut : ys San Antonio Southern Ry. 
emphis__ Ane a 333 « St. Louis Se Ry. (Cotton Belt) 
ew Orleans! 3 days 3% * © 3% Sugar Land R 


Proportionate service to above is rendered to all ree aoe es Brazos gpa Ry. 
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Where they reach Where to reach them 





Asisthier Vata of Coaftdence 


Twenty-five Million Dollars for 221 New Miles of Southern Pacific 








The Southern Pacific has not ceased from pioneering. In two widely separated sec- 
tions it is closing gaps in its lines, creating new through routes and opening new countries 
for development. 











In Western Oregon—The‘ Natron Cut-off In Western Mexico—The Tepic Line 





By building 118 miles of new line from Twenty-five hundred miles distant from this 
Oakridge, in the center of Western Ore- Oregon work (as far as from Ohio to Califor- 
gon, to Kirk, Oregon, the terminus of the mia) by 103 miles of new mountain construc- 
present Klamath Falls branch, which con- tion, the Southern Pacific is closing another 
nects with the main line at Weed, Cali- 8@P in its lines on the West Coast of Mexico 
fornia, a new shorter through route with between a ae La pores > will 
better grades will be provided between Sa tee eee > etm 
O 1 Californ; : “ch United States and Guadalajara, City of Mexico 

regon and California, penetrating a ric and Vera Cruz, provide a new route between 
and promising territory, not now provided Eastern, Central and Western Mexico and 
with railroad facilities. open up fertile districts for settlement. 





















































Our map will assist you in visualizing the distance between these two undertakings 
and in realizing the far-flung field of enterprise and vast and varied capacity for trans- 
portation service afforded by the SOUTHERN PACIFIC LINES. 


: mee eet tee TACIT IC. LINES 








